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Axle-Box Used on the Dutch State Railroads. 


At the present time, when much attention has been called to 
the subject of journals and journal-boxes by the debates in the 
Master Mechanics’ and Master Car Builders’ conventions, some 
example of the latost foreign practice will be of interest. The 
accompanying engraving, which, with the descriptiun, is taken 
from Engineering, represents an axle-box patented by Mr. J. 
W. Stous Sloot, of Utrecht, and exhibited by him at Vienna. 
The box has been for some time in use on the Dutch State Rail- 
roads with very satisfactory results : 

The box is only filled before leay- 
ing the shops, and has capacity for 
one litre of oil. When necessary, 
however, oil can be added through 
the opening A (see fig. 2) after the 
box is closed. The bearing, of gun 
metal, is cylindrical on the convex 
side, and is only fitted in the middle 
with a rectangular pesocten, B. 
thereby facilitating the adjusting of 
the bearing in the box, as it is only 
necessary to turn it to the right 
diameter and nothing more. When 
the projection, B, of the bearing is 
made 2 millimetres lower, and 2 
millimetres narrower than the cor- 
responding cavity in the box, and 
the bearing is turned to a diameter 
2 millimetres smaller than the cav- 
ity, the bearing will be found to be 
movable in the direction of the cen- 
ter line of the axle, and aleoto have 
some lateral play. In the upper 
part of the box are cast the rectan- 
gular cavities, C U, wherein are fit- 
ted the carrying | ya D D, fas- 
tened by the pins, LE. 

The lower part of the box is so 
constructed that a loosening of 
these pins, Y E, and consequent 
falling of the carrying plates, D D, 
is only possible when the two parts 
of the box are disconnected. The 
lubricating apparatus consists of 
two carrying plates, D D (figs. 1, 2 
and 6), the plate L, with the guide 
M (figs. 5 and 12), the pad or brush 
sewn on the shect-metal plate and 
case O, and the two springs P P 
(figs. 1, 2, 5and 7). 

The cuts, g, 9’, g’’, in the carry- 
ing plates, D Y (see Fig. 6), where- 
of the parts, F, fit in the cavities, 
C, of the upper part of the box, 
carry the sheet-metal piste, L. 
They are so arranged that, when 
the ey L, is put in the highest 
of these cuts, g’’ q"" the pad or 
brush still properly bears against 
the journal, when the latter is but 
65 millimetres in diameter, and the 
bearing is worn out to its minimum 
depth ; while, wien the plate, L, is 
put in the lowest cuts, g’ g’’, the 
pad or brush still properly bears 
against the journal when the latter 
has a diameter of 95 millimetres 
and the bearing has its maximum 
depth or thickness. 

The plate L and case M (see fig. 
5) are made of sheet iron. The 
pad or brush (see fig. 7) is sewn 
with thin copper thread to the 
sheet-iron plate G, whereon is 
welded the guide. The two cast- 
steel springs PP, which press the 
pad or brush against the journal, 
are riveted and soldered to the 
plate G with two hoops of brass. 

The oil carried by the pad or 
brush to the journal falls after lu- 
bricating the latter into the lower 
part of the box on the inclined 
plate J (see figs. 1 and 2) and 
thence through the filter K and the 
hole R in the oil reservoir A*. The 
center hole Hin the partition J ig 
fitted with the sheet metal B (per- 
forated with small holes) nearly 
reaching to the bottom of the lower 
part of the box C2, in order to pre- 
vent the spilling of oil outside the 
reservoir. 

When putting the different parts 
ofthe box together for working, the 
following mode is adopted : 

First 1 the bearing (after being 
adjusted in the box and on the 
journal) in the upper part of the 

ox and both together on the jour- 
nal. Put the pad or brush sewn on 
the sheet-metal plate and case, 0 


»’ 
on the plate Z, and this plate in the cuts, g’’ g’’, of the| miles, so that each engine will travel this distance and re- 
carrying plates, D D (according to the eter of the | turn. 
journal and thickness of the in one of the lower| By this arrangement the shops will be located at inter- 
or one of the higher ones), the parts, FF, of the carrying | vals of about 100 miles. engine will receive its repairs at 


of the box, and fasten these plates with the 
this is done the leading man has to see if the pad or brush 
suitably presses against the journal, and if the springs have 
not enough play ; if not he has, according as the case may be, 
to put the plate L in lower or higher cuts, g’ g'*, of the carry- 
ing plates, D D. When he has satisfied himself that everything 
works well, the pad or brush is saturated with oil, and the 
lower part of the box (the cavity, A, of which has been pre- 
viously filled with one litre of oil) is fitted and secured to the 
upper one by means of the bolts and nuts, x, which are first 
fastened to the lower part of the box and serve as guides when 
coupling the two parts together. 

The box is further closed at the back part by a ring ( Y, fig. 
10), of two sheets of felt sewn together and tightly fitting the 
grooves in the upper and lower part. of the box, in o 
prevent the entrance of dust and sand. The pad or brush con- 
sists of a worsted fringe on a linen weft. The wicks of the 
are 80 long that they reach to the bottom of the box when 
pad is in its highest position, 


: pa 
plates, D D, in the rectangular cavities, C 0, of the upper part 
> pins E E When 
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Railway Cradients. 





BY H. HAUPT, C. E. 





The paper now published was written in 1870, as part of a 
report on the reconnaissance for the Shenandoah V: ley Rail- 
road ; reference was made to it in the published portion of the 
report, and several requests made by members of the engineer- 
ing — for which could not be conveniently com- 
plie " 

As the article is not precisely in proper shape for 4 scientific 
magazine, and as the author cannot spare the time required to 
rewrite it, this explanation may possibly be accepted as an 
apology for defects. ‘ 

GRADIENTS. 


Two important objects should be sought in the arrangement 
of the gradient on any important line of road, and these are 
economy in construction and in operation. 

To understand the propriety of the proposed recommenda- 
tions it is necessary to observe, that an ordinary run of a loco- 
motive is about 100 miles per day, but it is preterable to make 
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the sam shop, so that accounts can be properly kept and re- 
sponsibility fixed, aud at the end of each run of 50 miles time 
is affurded for a thorough examination and adjustment prepar- 
atory to the return trip. ; 

The load of an engine on any working division of 50 miles is 
determined by the maximum resistance by grade and 
curvature, and except where assistant engines are employed no 
greater load can be carried over the division than can be car 
ried over the point of greatest resistance. While, therefore, it 
may be expedient to make large expenditures to reduce the 
maximum resistances on any division, yet when these have 
been established it is not proper to sacrifice capital by reducing 
points of less resistance, as not a single car could thereby be 
added to through trains, or any appreciable economy of opera- 
tion secured. 

The angle of friction is that on which a train would just 








move or continue in motion by gravity alone. 

This angle has been ly determined by the actual load 
of engines on different mts of the Pennsylvania Railroad, 
where the eastward are loaded to the capacity of the en- 


gine; the angle of friction was thus found to be 24 feet to the 
mile, and the gross load on a level 1,200 tons with the standard 
—_ there used. 

n a grade of 24 feet, therefore, the power required to move 
1,300 tons would be doubled, or an engine would carry but 600 
tons ; on a grade of 30 feet the Joad would be 541 tons; on 84 
feet, 270 tons, or one-hgif the load on 30 fect. 


This being understood, an attempt will be made to prove, con- 
trary to the epee ro received opinion, that undulating gradi- 
ents below the limits of maximum resistance are not objection- 
able, and that while admitting of great economy of construc- 
tion they do not materially increase the cost of operation, as 
compared with uniform and low gradients between the same 
points ; also that the use of higher gradients for part of a 
— distance will often result in greater economy of operation 

2 a lower and uniform gradient for the whole distance. 

It was formerly the practice of engineers to compare differ- 
ent lines of railway by conceding a given amount of rise and 
fall as equivalent toa mile of distance. This is not correct prac- 
tice; the profile of the line and the direction and amount of 
tonnage, or, in other words, the maximum resistances and 
their distribution over the line, are the elements to determine 
questions of relative economy of operation; the rise and fall 
affect the question very slightly. 

f the maximum resistances can 
be concentrated at one point and 
—— Fao ba 3 “4 aid of 
assistant engines, whi ter 
dients in favor of the direction of 
the tonnage prevail on all the rest 
of the route, the line will be op- 
eratei cheaply; but if the maxi- 
mum resistances are scattered over 
the whole line at intervals more or: 
less remote, the operation will be 
expensive, 

In the solution of the problems 
in railway economics it is not safe 
to apply general rulee or principles 
too ry 

Each line presents a problem in 
itself, the solution of which should 
depend on the particular data 
which the case presents; millions 
of Collars have been sacrificed by 
conforming to general rules and 
theories when circumstances re- 
quired variations. 

As a case in illustration, 30 miles 
of a railroad in Massachusetts were 
located on a uniform gradient be- 
Jow the maximum resistance of the 
division, and if constructed on that 
line the cost would have exceeded a 
million and a half of dollars. A 
million dollars were saved by a 
chinge of location and of gradients 
which did not reduce the load of 
an rm ap over the division a single 
pound, the gradients used being 
still much below the limits of maxi- 
mum resistance of the other por- 
tions of the division. 

One or two practical illustrations 
will be given, having reference to 
the system of gradients recom- 
mended, which will make this sub- 
ject sufficiently clear to the prac- 
ticalreader. Suppose the gradient 
which determines the load of an 
engine over any division is of 30 
feet to the mile, and that it would 
be practicable by an expenditure 
not excessive to locate a portion of 
the division with a uniform ascend- 
ing gradient of 6 feet to the mile, 
but that by ascending at tHe rate 
ot 36 feet to the mile for five miles 
and descending 24 feet to the mile 
for the remaining distance a large 
saving could be effected in con- 
struction. There are few perhaps 
who would not make a sacrifice to 
secure the lower —- and yet 
it can be shown that it has no ad- 
vantages even in economy of op- 
eration over the undulating and 
much higher gradient. 

A 6-feet gradient requires one 
and a quarter the power required 
on a level, and in 10 miles the 
power may be expressed by 11X10 
= 124. On a 36-feet gradient the 
power required is 24 times that on 
a level, and for five miles would be 
represented by 24xX5=124, but in 
descending the nc xt five miles at 
the rate of 24 feet to the mile no 
power will be required, as gravity 
will move the train; therefore the 
whole expenditare of power in pass- 
ing over the ten miles will be the 
tame in the second case as in the 
first. 

Again, assume as before that the 
ruling gradient which determines 
the Toad of an engine is 30 feet to 
the mile, and that an elevation of 
1,090 feet in 23 miles may be over- 
come either by using a uniform 

radient of 474 feet for the whole 
Sistance, or a 30-ieet gradient for 
15 miles, and an 80-icet gradient 
for 8 miles. 

At the same cost of construc- 
tion a majority of engineers would adopt the uniform 
and lower gradient; but it can be readily shown that 
the higher gradient for part of the distance will be much 
more economical. As the engine is supposed to be fully 
loaded for a 30-feet gradient, any increase above this limit 
involves the use of additional power, or, what is generally done, 
the splitting up and reconstructing of trains. If assistant 
power is used, economy requires that the power should be 
worked to its capacity ; there would be great waste in sending 
an engine only half-loaded. Now, the gradient which doubles 
the power required on 30 feet is 84 feet, and it requires no ar- 
gument to prove that it would be cheaper to use the double 
power on 8 miles rather than on 23, and therefore to extend 


the 30-feet ient tor 15 miles and use 84 feet for the remain- 
ing 8 miles is far better than 474 feet for the whole distance of 
23 miles. 

These figures and this illustration have been used because 


they apply exactly to a case in point in overcoming the summit 
between Kew River and James River, at the head of Potts 
Creek; but there is Ps another and a very important con- 
sideration in favor of the adaptation of the higher gradient, 
which arises from the fact that streams near the summit al- 
most invariably fall much more rapidly than the average for 
the whole distance, and along a valley bounded by mountsins 
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he uniform grade would throw the line high above the stream, 
encountering spurs and deep gorges and greatly increasing 
the cost of construction as compared with a line conforming 
more nearly to the fall of the stream. 

Auother consideration is that the higher gradient allows al- 
vantage to be taken of favorable ground; and to avoid diffi- 
culties, flats on the sides of mountains may often be reached 
and spurs avoided by variation of grade within the maximum 
limit where the uniform ient would admit of no variation. 

To those who have not given the subject pans attention 
the cost of operating a high gradient by assistant power 
when concentrated at a single point will be surprisingly low. 

Taking the report of the Virginia & Tennessee Railroad as 
furnishing data nearest the locality of the Shenandoah Valle 
Extension, the cust of an engine per mile run, for fuel, oil, 
waste, repairs, engineer, tireman, etc., averages 35 cents. For 
a distance of eight miles it would be $2.80, and although the 
engine would return empty this allowance will be doubied for 
the round trip, making 1t $5.60, which should be in excess of 
actual cost. 

The gross load in 30-feet gradients being 540 tons, the net 
load would not be less than 240 tons, and the cost of assistant 
power per toa would therefore be 23 miils. 

If one such — occurred in 100 miles, the cost of assist- 
ant power would be less than a fourth of a mill per ton per 
mile, and if only once iu 200 miles the cost would be less than 
one-eighth of a mill per ton per mile. 

The cost per mile run of freight trains on the Virgivia & Ten- 
neseee Railroad was last year, for transportation, machinery 
and road expenses, 111 cents; as the whole cst of assistant 
power on a round trip of 16 miles was $5.60, it is obvious thas 
the increased expense of overcoming the elevation assumed for 
illustration by an 84-feet gradient would not be more than the 
expense of operating 5 additioual miles of 30-feet gradient, or 
24 miles when the return trains are taken into account. 

Simplicity rather than rigid accuracy has been sought in 
these illustrations. 

The vobject has been to remove unreasonable Forres 
against high —— when properly employed, and to satisfy 
the board of directors that the a of _ gradients recom- 
mended for the Shenandoah Vailey Line admits of an economy 
of operation;that cannot be approached in any of the great lead- 
ing lines of the country crossing elevated summits or in moun- 
tainous regions. The nearest approach is the Pennsylvania 
Railroad, and the credit of thisis due to J. Edgar Thomson, by 

- whom the gradients were arranged before the writer became 
connected with the road. It is probable that upon the Shenan- 
doah Valley line there will be five tons carried east for one in 
the opposite direction ; it is necessary to determine, therefore, 
the maximum gradient, ascending westward, that will be equiv- 
alent to 30 feet ascending with full trains eastward. 

The gross load of an engine on a 30 feet gradient was 
given at 541 tons, the net load 240; one-fifth of this 
would be 48 tons, which added to the dead weight of engine 
andcars would give the Coy > gross weight of westward 
trains 380 tons, which would be the load on a grade of 53 feet 
nearly. If assistant power should be used, the grade ascending 
westward equivalent to 84 feet eastward would be about 130 
feet (see, for computation of effect of gradients in yepet send 
before the American Philosophical Society and published in 
Van Nostrand’s Magazine). 

If, then, it shouid be found practicable without excessive ex- 
penditure to descend from the summits eastward with gradi- 
ents not exceeding 53 feet, it should be done; if the expense 
should be too heavy and higher gradients employed so as to 
require the use of assistant re ascending westward, then 
gradients as high as 130 feet in that direction might be employed 
to advantage so as to limit the use of such engines to the 
smallest number of miles. 

My conclusion in regard to gradients is, that a line can be 
located between the point of intersection with the East Ten- 
nessee, Virginia & Georgia Railroad, near Russeliville and Cov- 
ington, ou the Chesapeake & Ohio Railroad, with no ascending 
gradient eastward exceeding 30 feet, and no ascending gradi- 

ent westward exceedingits equivalent for single engices in 
that direction of 53 feet, excepting at one and possibly at the 
two main summits dividing the waters east and west of New 
River, where the equivalent gradients: for assistant engines of 
84 feet ascending east, and 130 feet ascending west should be 
employed. These high gradients are recommended.— Van Nos- 
trand’s Engineering Magazine. 








Discussion on CarsAxle Journals. 


[coNCLUDED FROM PAGE 261.] 


Mr. C. A. Smrru, Erie Railway—I shall have to relate a little 
of the experience we have had on the Erie road with the 3}x7 
journal. We adopted a journal of this size in 1862, and ran it 
till 1867, when we abandoned it for one of 3jx6, the running of 
which was more satisfactory than the former. In almost all 
cases where the old journal had run for any length of time, 
there would be a break. We never could run it any cooler than 
we have run the 34x6. We had most of our passenger and bag- 
gage cars with 3$x7 journals. We abandoned them at that 
time an@ took them all out. Many of my friends know that I 
am an advocate for the largest size of oil-boxes. I say, en- 
large your journals and you will have no hot boxes. The in- 
crease of dead weight that you have in consequence of that en- 
largement is of no sort of consequence, andis not to. be thought 
of fora moment. If you are guing to jump a ditch, jump clear 
across and don’t strike your heel into the mud. When we have 
a journal measuring 4x7, we have obtained a size sufficiently 
large, so that you can go back a little if you desire to do so. 
Here is a bearing that I put under a thirty-ton Pullman sleeper 
which ran 27,768 miles. We have a broad gauge, which many 
think is more severe on journals than a narrow gauge. 

We hope we shall have an opportunity of trying the narrow 
* gauge soon, to see what we can do with it. The boxes 
were not warm in the least. They ran perfectly cool, as 
nearly as we could get at it. At Jersey City, where the car 
was taken care of, we did not use two-thirds of the oil that we 
did upon an ordinary box. There is nothing but soft lead, and 
less than one-sixth of an inch worn o:1t in running 28,000 miles. 
It would be running yet but for an accident, occasioned by hot 
boxes upon another car, by which we lost three Pullman sleep- 
ers, two day coaches, and a baggage-car.@If you —- your 
boxes you will save your companies thousands of dollars in 
avviding hot boxes, which cause all manner of damages, not 
only to the car itself, but to the trains following. We might as 
well get them large enough and have them allright. Some 
have a reluctance in going to our officers and saying to them 
that we have been all wrong for fifteen or twenty years. I say 
we should tell them that we have been wrong. It does not re- 
flect upon our mechanical ability at all. They will think so 
much the better of us forit. I have been with you in smali 
journals, and I have seen the evilof them. Now, we want tu 
have them large enough, so that there will be no trouble. What 
T want to hear from some of the other members is, the objec- 
tions they have tothe meg? journals. The weight is of no con 
sequence. It is not worth mentioning. That box only weighs 
four pounds more than the box we use for our other journals. 
We use the same pedestal as on our other cars. We are selling 
on our road not less than fifty cars a month of those having the 
old axle worn out. See what an advantage we shall secure for 
the traveling public if we make this change. Everything will 
go more safely. There willbe no more broken axles, or hot 
boxes either, I wish that some of the members who are advo- 


cates of small journals and boxes would tell us their objections 
to this plan. If we can have them I will go in for 4x7 journals 
all the time. 

Mr. L. Ganey—In 1845 our road was troubled very much 
with broken axles. We were then using a 4-inch, 43-inch and 
43-inch axle. Iwas very much exercised about the matter, as 
we had had several accidents where people had been killed, and 
I made an examination of the axles soI could apply the remedy. 
I went to the place where they were deposited that we had set 
aside, placed some of them in the fire and brought them to a 
cherry heat, and then took the scales off iu order to see if the 
axles were perfect. I found that nine-tenths of them were 
cracked at the shoulder inside. I think several of them I have 
broken off by simply dropping them from the anvil, or so near- 
yy broken off that they were useless. That was conclusive evi- 

ence to my mind that the fitting up of our axles was all ere 4 
If they universally broke off at the shoulder inside of the hub, 
why not dispeuse with the shoulder there altogether? From 
that day to this I have used an average size at the wheel-fit of 
5inches. I have turned them off leaving no shoulder at the 
inner edge of the wheel-fit. When the fitting was made there 
would be about 43 inches—poasibly 1-16 more. Ican safely say 
that we have never had one of those axles break. We have worn 
the journals out in many instances, but we have not had the 
first instance of a broken axle upon our road since that time. 
Thad to conform to the old size of journal—3jx5}, and was 
forced to turn down the outside of the wheel-tit and allow a 
small aperture in the oil-box, weakening the axle, which had 
troubled me very much, though I had no breakages of axles ; 
but Ihave hada great many hot boxes. Iam satisfied with 
the form of axle leaving no shoulder upor the inside. If those 
are used, properly fitted up, we will hear of no broken axles on 
railroads—that is, if you get good hammered iron. In regard to 
the size of the journal, I was in favor of 4x7; but I will not object 
to 3}x7. Inasmuch asit has been shown that 33x7 will break, has 
caused damage to property and loss of life, can we, as men of 
sense, adopt or recommend anything of that kind? For one, I 
cannot do it, in view of the facts and considerations that have 
been presented here. And I hope this convention will take 
into consideration the fact that the public are interested in this 
matter. If, knowing these facts that have been laid before us. 
we proceed to put upon our roads sizes of axles that we know 
have caused accidents, we shall be guilty of murder if people 
are killed, and I, for one, dare not doit. In regard to the mat- 
ter of dead weight—that is in the foundation of your structure ; 
it is not worth speaking about. I remember when I was con- 
nected with the Lake Shore road, we had a terrible succession 
of accidents from the breaking of locomotive driving-axles. 
From investigations we found that the breakages occurred in 
engines of eight years’ use. New axles were suppiled, and an 
order passed forbidding the employment of engines of more 
than seven years’ use. We found that our driving-wheels were 
going off into people’s lots and damaging property. We are 
not ali cast in one mould. Each man has his individual ideas, 
and desires to express and maintain them. The fact that you 
have risen to these positions, shows that you have minds of 
your own and judgments matured. Of course, a man does not 
exactly like to give up his pet idea. But we caunot-all have our 
own ideas carried out. We must compromise. If we should 
settle down upon 3$x7, goa quarter of an inch better than 
what Mr. Van Houten has demonstrated to be not only safe but 
very economical in running, I think that in years to come we 
shall never have occasion to blush for our vote as we record it 
to-day. iSegeee-) 

Mr. C. E. Garey, New York & Harlem—Being in Mr. L. 
Garey’s employ, and instructed by him to put these journals 
on a car to test them, I have taken a great deal of interest in 
this matter, and have watched it very narrowly, and am very 
well satisfied in my own mind in regard to it. The bearings 
answer for themselves and show that it has been a fair trial, 
and that a 3}x7 inch journal has been worn off only just barely 
enough to measure about one-hundredth part of an inch in run- 
ning a fraction over 28,000 miles. Oa the other hand, a good 
deal has been said in regard to dead weight. Now it appears 
to me that if the axle be large enough it can be made hollow, 
and hammered at the same time, giving us a lighter axle than 
we have at present, and consequently a larger and much 
stronger one. I think there is no gentleman here who is not 
ready to admit thatif a hollow axle could be produced, well 
hammered, having a hole through it, for instance, 3 of an inch 
in diameter, the axle would be much stronger than at present, 
and consequently I think this dead weight can be reduced very 
materially and still increase the size and strength of the axle, 
I go for a 4x7 inch journal and a 7 foot axle. 

Mr. J. P. Somenspy—My mind was made up to 3$x7, but I 
have altered it since this discussion began. I think if we make 
a mistake we had better make it on the side of strength. 
My vote is for 33x7. 

Mr. I, W. Van Hourzn—I want to say that for several years 
there has been a general order ou the Pennsylvania Railroad, 
that whenever an axle is taken off and goes into the hands of 
the workmen, it is to be put into the fire and heated, when the 
least crack or defect will be discovered in the heated part. 
Now, although these axles may have run for one or two years, 
I have never yet discovered by my own examination a crack in 
the journal, nor have I ever had my attention called to the fact 
of au axle being cracked at that point; but almost universally. 
if we discover a crack, it is at the shoulders. I simply wante 
to mention that fact to show that we either have extraordinary 
good iron, or my brother Cnamberlain has extraordinary bad 
iron. We only allow our axles to run twelve months in actual 
service uader passenger-car stuck ; we then transfer them to 
treight. Ihave seen tests made where the drop-hammer has 
broken the axle into two pieces. 

Mr. F. D. Apams—I suppose we are all anxious to close this 
discussion, but the more we can learn about this matter the 
better will our object be accomplished. There has been con- 
siderable said, and a number of ideas advanced in relation to 
the matter of friction, and quite a large number have expressed 
fears of the consequences if we enlarge the diameter of our 
journals. They evidently entertain the idea—any authority to 
the contrary notwithstanding—that increase of friction neces- 
sarily accompanies increase of diameter of journal. Now, I 
should like to call attention toa few facts, that I suppose my- 
self to be facts, and they are admitted to be so by higher 
authority than we are. I want to read a few quotations that I 
have taken from a work entitled ‘ Dictionary of Machines, 
Mechanics, Eagine Work and Engineering,” edited by Oliver 
Byrne and published by D. Appleton & Co., 1850. The author 
refers to an engineer who was employed by the French Academy 
of Science, and had the authority of the French Government 
to perform certain experiments in order to ascertain, if possi- 
ble, the law of friction. These expermments were performed 
during the years 1830 to 1834—a continuous series, and no ex- 
se was spared in making them. Inthis book, on page 707, 

© SAYS : 

The whole doctrine of friction may be reduced to the single 
propusition that the friction is proportionate to the pressure 
upon the surfaces in contact, and independent of the extent of 
these surfaces, and of the velocity of their motion. 

‘*A series of experiments is mentioned by the French Acad- 
emy of Science, conducted by M. Moran, by order of the French 
Government. In these experiments the surfaces were made to 
range in extent from 1 to 84; the forces that pressed them to- 
gether, from 88 to 2,205 lbs.; and the velocities, from the siow- 
est perceptible motion to 9 8-10 feet per second, causing them 
to be at one time accelerated, at another uniform, and at an- 
other retarded ; yet throughout all this wide range of varia- 
tion, in no instance did the ratio of pressure to the friction 








differ more than a mere trifle. The deduction from this is, 


that rolling friction is entirely independent of surfaces in con- 
tact, and also of velocity. 

“‘Phis same law of friction is recognized by W. H. C. Bart- 
lett, Professor of Natural and Experimental Philosophy in the . 
United States Military Academy at West Point, in a work enti- 
tled ‘Elements of Analytical Mechanics,’ and published in 1854. 
In this he quotes M. Moran, and refers to the experiments made 
by order of the French Government.” 

Anybody can get these works and read them for himself. 
I formerly entertained the same views with the great majority 
here, that just as soon as you increased the diameter you neces- 
sarily increase the friction. I could not for the life of me see 
how it could possibly be otherwise ; and I believed just as some 
individual does who has interested: himself in this subject, and 
taken the pains to write to The Car-Builder, and say that it 
would be no more irrational to assert that a large journal 
weighs no more than a small one, than to assert that there 
would be no more friction on a large journal than on a sm 
one. Now I do not assume to know more than Mr. Moran, an 
I do not believe it is wise for us to let our preconceived opinions 
have too much influence on our minds. If we have not been 
educated right, our conclusions would be naturally wrong ; 
and if we give our attention to the opinions of men who have 
made this subject a stady, and have had larger opportunities 
to obtain information than we have had, we shall be more likely 
to be right. Now, I took it upon myself, having taken more 
interest in this matter, perhaps, than some others did, to pro- 
test against the report of the committee, because I had made 
up my mind from what I had read that the principle by which 
we were governed was wrong; that we labored under the 
conviction that the moment we increased the diameter 
we increased tho friction. That we wanted to avoid; and 
yet we know well enough that when wo increase the length we 
ro to increase the diameter, to keep up the strength. Wo 
did not dare to do that, because we thought we should thereby 
increase the friction. Now, I say that there must be propor- 
tion for strength as well as for beauty ; and in looking it over 
carefully I came to the conclusion that 4 by 7, or 33 by 7, was 
not far from the proper size to adopt, and I think that conclu- 
sion is based upon good colamon scnse ‘and good scientific 
authority. I mention this, not becaise I want to urge upon 
the convention the adoption of som thing that I have got into 
my head and made a hobby of, but, as Mr. Garey has said, I 
should hate to have my name recorded here among the mem- 
bers of this Association, and giving it as the opinion of this 
body, in view of all the accidents that occur in the country, re- 
sulting from various causes, and a good many of them from 
broken axles, that it would be unwise to make a larger axle, 
because, perhaps, our officers have not given that attention to 
the subject which they ought to have given it, and would not 
approve of the change. I think we ought to come to a conclu- 
sion from a careful examination of the matter, and from an 
examination of good authorities, with a view of producing 
something that will giye the public who ride iu our cars 
confidence in their safety; and I also believe that in the 
end it will prove more economical, although it may cost a 

zreater outlay of money, and may, perhaps, cost more to haul, 
saeco there is more dead weight, although what we put into 
the axle does not add very materially to the weight, Lecause it 
is very near the center of motion, and it would notadd very 
much to the percentage of cost in hauling it. In this connec- 
tion, I will say that I think, ‘as Mr. Philbrick has indicated, that 
there is a principle here which has not been considered, and 
that is the principle of leverage; but that, as has been clearly 
indicated by Mr. Garey, is overcome by the additional advan- 
tages of lubrication. The advantages of the better lubrication 
overcome the leverage that wo increase when we get further 
from the center. I think thatthe idea of Jubrication is lost 
sight of, and is not understood by a great many of our master 
car-builders. They do not understand perfectly, in the first 
place, the philosophy of particles of oil. Oil is composed of lit- 
tle globules, scientific men tell us, and whenever a pressure is 
brought so severely upon it as to break up those globules, it 
destroys the lubricating qualities of the oil. Now, thatis just 
what we are doing in our small axles. When we load our cars 
with more weight than they are designed to carry, we have 
done something which must be injurious to the journal. I 
think any one will say that if we are going to build a car to 
carry 40 or 50 tons, we should certainly increase the 
size of the axles, aithough, in occasional instances, we 
have our cars that aré made for 10 tons loaded with 20, 25 or 
28 tons. I have seen our carson the Boston & Albany road, 
that were intended only for 10 tons, loaded with 28 tons. They 
did not run very cool, | want you to understand. On the other 
hand, within the last two months, we have built twelve cars de- 
signed to carry 30 tons, but we did not put in any 33 by 5 iuch 
journals by any means. These cars were put into a stone 
quarry to load stone upon, and if there should happen to bea 
block of granite weighing 30 tons, the car would carry it; but 
we wou rather it should not weigh more than 25tons. We 
concluded to run these cars to Troy, and load them with steel 
rails. When they got there, the men gaw the cars marked 30 


tons, and they put 36 tons of rail on four of them 
and run them to Springfield. There was only one 
brass on those four cars, so far as I know—and I 


inquired particularly about it—that got hot; the rest all 
came cool. Now, if that does not demonstrate beyond all dis- 
pute that it was ‘nothing but the increased size of the journal, 
and the additional facility for lubrica.ing, that carricd those 
cars through, [am mistaken. Allof these things have their in- 
fluence ; the whole combination makes up the improvement 
that we want to secure. 

A Memper—What was the size of those journals? 

Mr. ApamMs—38j by 64; but we have made up our minds, look- 
ing the thing over, that another half inch in the length would 
be an advantage. There was one of the bearings, you remem- 
ber, got hot. If we had had the other half-inch, I think even 
that one would have run cool. 

Mr. M. N. Fornex—I would like to call attention to the size 
of the journals of truck-axles in locomotives. As you all know, 
the journals are placed inside the wheels, and of course they 
must be made the full size of the axle, 4 or 5 or 54 inches ; and 
7 I never have heard any great complaint about those axles. 

have never heard any complaint that the friction was ver: 
much greater than in other axles; but that size of journa 
seems to work quite satisfactorily. I am quite aware that there 
is more difficulty in lubricating a journal located in that way 
than any other journals ; but the size does not seem to affect it 
very much. 


FINAL VOTING ON SIZE OF AXLES AND JOURNALS. 


_ The question was then taken on the motion of Mr. Adams to 
increase the diamster of the journal recommended by the com- 
mittee to 4inches, and it was lost without a count. — 

The question then recurring on the previous motion of Mr. 
Johnson that the size of journal recommended by the commit- 
tee in their report published in the The Car Builder and Rat.- 
ROAD GAZETTE three months ago, namely, 94 by 7 inches, be 
adopted as the standard of this Association, the yeas and nays 
ae demanded, and being taken resulted, yeas 29, nays 38, as 

ollows : 

Yeas—Megsrs. Reuel Dean, I. W. Van Houten, David H. 
Baker, M. P. Ford, Hugh Gray, G. W. Demarest, Christopher 
Woods, A. Langley, James McGee, David Hoyt, Robert Hitch- 
cock, George Dunham, A. Gleason, Joho T. Nalis, Samuel 
Campbell, William A. Morgan, J. N. King. J. F. Elder, D. 8. 
Stratton, 8. A. Davis, J. J. Traver, C. H. Kennison, J. W. Ph'l- 
brick, W. R. Davenport, A. C. Robson, Jacob Hay, A. H. Den- 
net, W. J. Worth and J. D. Mcliwain—29, 

Nays—Messrs. V. D. Perry, George R, Bentley, Leander 
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Garey, F. D, Adams, A. Steinbach, H, O. Wadlie, Joseph Jones, 
Enos Varney, D. 8. Dockstader, D. C. Richardson, Elias E. 
Pratt, George Hackett, J. P. Somerby, C. A. Smith, W. J. 
Calais. B. J. Mitchell, M. C. Andrews, H. Longest, C. E. Carey, 
W. E. Chamberlain, J. Lightner, George H. Pratt, F. Childs, 
T. B. Stewart, Thomas G. Davis, Samuel Griffith, B. N. Phelps, 
C. J. Holbach, James T. Leighton, Milton Wilder, L. H. Cum- 
mings, J. Marsh, R. B. More, W. H. H. Price, J. B. Weston, 
Jobn C. Moore, J. E. Wiggias and F. O. Bray—38. 

So the motion of Mr. Johnson was lost. 

Mr. M. C. ANDREWs moved that this Association adopt as a 
standard size of journal 33 by 7 inches; which motion was 
agreed to without a count. 

Mr. E. Varney moved that the extreme length of axle, in- 
cluding the collar, be 6 feet 11 inches—with a § button on each 
~. His object was to get rid of the quarter and eighth of an 
inch. 

Mr. F. D. ApAamMs—Mr. Varney, to obviate one difficulty, cre- 
ates another, which is still worse. He wants even figures, of 
course, to go over the whole length of the axle. Now, there is 
not probably one man in a hundred who, when he speaks of the 
length of an axle, means over all. He always gives the length 
inside the collars, as being the more positive point to work 
from. It does not matter whether the axle is a quarter of an 
inch more or less outside the collar; but if you vary it an inch 
inside the collar you make considerable difference. “That is the 
important thing, and we have given these even figures with 
just the view that Mr. Varney takes." His amendment would 
bring a fractional part of an inch inside the collars, and that is 
what we want to get rid ot. 

Mr. L. Garzy—I think that the length should be 6ft. 10in. 
between the collars, for this reason, there are many people who 
will not conform to the § collars. Some use a half-inch collar, 
some #, some j, and you have really no definite length for your 
axle. If you usea { collar, you shorten the length of your axle; 
you throw your wheel-seat nearer your wheel. If you take in- 
side of the collars, you have a definite point; for the collars 
vary. There would then be no difficulty, and all would under- 
stand that very distinctly. I would move as an amendment, 
that the length be 6ft. 10in. between the collars. 

This amendment was carried. 

Mr. H. O. Wapiie moved to increase the diameter of the 
axle j of an inch at the wheel-seat, the space between wheel- 
seat and journal, and at the collar. This was necessary to 
make it correspond with the journal; but no increase was to 
be made in the diameter of the center of the axle. 

The motion was put and carried. 

On motion of Mr. Forney, the committee were instructed to 
procure a drawing of the axle, and have it lithographed and 
furnished to the members of this Aseociation. 








Gontributions. 





Train Speeds and Loads. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

Though rather late to do so, I wish to say a word in regard 
to your article of May 3, headed “ Train Speeds on Future Trunk 
Lines.” Your figures show nicely, but have you not overlooked 
some practical facts which have much weight on the size of 
trains? Were a road of one regular grade and allignment, 
there would be a foundation for your calculations. In fact few 
roads are so. They usually have varying grades—now ascend- 
ing, now level, now descending, at varying rates. The curva- 
ture varies at different points. 

The size of trains (number of cars) drawn is fixed by the 
length and rise of the ruilng grades, and the usual limit is 
not what an engine can take up at 15 or 20 miles per hour, but 
what it can get over with ordinarily at a speed of four to fivo 
miles per hour. On levels, down grades, or grades of less rise, 
speed can be ‘increased to 15 or 20 miles per hour by the same 
engine that could go over the hill at only five. In order to get 
an average speed of 20 miles, some parts of the road have to 
run at a higher rate to make up for time lost in going up the 
ruling grades. With this comes greater wear of rails and ma- 
chinery, and increased expenses everywhere except in the one 
item of trainmen. A broken wheel, axle or rail is liable to 
cause much greater injury to rolling stock and contents at 20 
or 25 miles per hour than at 10. Should these items be over- 
jooked in the calculations regarding the relative merits of 
speeds, and do they not have more force than the theoretical 
calculations based on a state of things seldom existing? I 
believe in low speeds for freight trains, but have founded that 
belief on difference in cost between high and low speed, rather 
than the increased number of cars that can be moved. 

June 20, 1873. ‘ x. 


| We hope no one has taken the article referred to as 
an attempt to demonstrate what the sizes or speed of 
trains should be, or anything else except the fallacy of 
reckoning the same load for fast and slow trains. As we 
said in that article, “Other elements than the power of 
locomotives are likely to limit the length of trains at low 
speeds,” which every practical railroad man knows, of 
course. Still this does not justify one in wholly neglect- 
ing the relation of speed to load, as was done in the ar- 
ticle which we criticised.—Eprror RAILROAD GAZETTE. | 








Rock Drilling—An Experiment. 





To THe Eprror oF THE RamRroaD GAZETTE: 
I happened to be at the tunnel on Fourth avenue and Ninety- 
second street last Saturday, when Professor Wood, of the 
. Stevens Institute of Technology, was about to try a small drill 
of his invention in one of the headings, and went in to see it. 
Just as the whistle blew for noon, one man took up f10 n the 
bottom of the tunnel a column of peculiar construction, and 
carried it to the heading, and by the aid of another man soon 
set it in place. They then returned and took the machine, and 
mounted iton the column. They then made connection with 
the air-pipe. They were directed to make a hole in the roof, in- 
clining it upwards at an angle of ten or fifteen degrees. The 
men were very deliberate and probably consumed twenty or 
twenty-five minutes in making these preparations. They then 
drilled a hole thirty-six inches deep, when the whistle blew for 
one o’clock. At this time they were directed to leave, as they 
were about to make a blast, In just nine minutes they had re- 
moved all their machinery and disconnected all their hose, The 





thing which struck me most forcibly was not the rapid drill- 
ing but the extreme portability of the apparatus. The col- 
umn and clamps weighed about 80 or 100 pounds. The drill- 
ing machine weighs 150 pounds and is about two feet long. 
The steel used was one and one-eighth inches diameter, 
and the bit was two inches diameter. Professor Wood in- 
formed me that he intends to run the south heading with these 
portable drills, an arrangement with the Superintendent, Mr. 
Brinknell, having already been made for this purpose. 
CoRRESPONDENT. 








ANNUAL REPORTS. 


Boston, Concord & Montreal. 


The road operated by this company extends from Concord 
northward to Wells River and thence northeast to Northum- 
berland, a distance of 145 miles. The section from Wells River 
to Northumberland formerly belonged to the White Mountains 
Railroad Company and was leased by the Boston, Concord & 
Montreal, but during the year the two companies have been 
consolidated. The section from Lancaster to Northumberland, 
10 miles, was opened for travel in August, making the average 
mileage for the year 139 miles. 5 

‘Lhe receipts and expenditures for the year ending March 31, 
1873, were as follows : 

Earnings from: 

Passengers 
Freight.... 
Maiis...... 







Gross earnings ($4,823 per mile)................ «- $670,348.78 
Expenses for: 
SS Oe QR a icinainnniasdncaenessesees $178,908. 
= © QRRIPMIEME,.0002cc0000000000 148,171.20 
Cost of working road-............cssceeesseeee 170,676.59 
6 SF =~MANAQEMENE ....... ceccccccccccocces 15,568.23 
SOE ri 00th sinsncvencsrdcceieseveces BUY. ‘ 
Total expenses (80% per cent.)..............0. «-+- $538,633.90 


Net earnings ($948 per mile) 
Bonds and cash as per last report. 
Interest received 


+ $131,714.88 
179,297.62 












Total 


$821,248.65 
I, 5k. sacsabivkictiesssbevsesaral $57,954.94 
Dividends on preferred stock,..............0++ 46,830.00 
ee Re rr 12,500.00 
BOREL CEPORGED, 000000 c0ccccesccccesesecencoe 5,842.75 
$122,627.69 
Balance (including cash and bonds and increase of 
stores on hand over Jast year).............ceeeeeeees $198,620.96 


The road transported during the year 171,511} passengers, 
equal to 10,290,690 carried on» mile, and 92,187 tons of freight, 
equal to 5,531,160 carried one mile. There was an increase in 
passenger receipts and a decrease in ireight, owing to the de- 
struction of the Kast Concord bridge in April, and the heavy 
snows of last winter. 

During the year the East Concord bridge has been rebuilt 
($10,000 of the expense being carried over to next year), 78,196 
ties and 1,375 tons of new 56-pound iron laid and 50 miles of 
new fence built. Of the old hght rail, 740 tons have been taken 
up and put into the extension beyond Lancaster. The branch 
to the ‘l'win Mountain House will, it is expected, be completed 
by July 1. The cost of this branch and the extension to North- 
umberiand (about $900,000) has been paid for by the sale of 
bonds. ‘Two iocomotives, two passenger, one baggage and 95 
flat and box cars have been added to the equipment. Of the 
fiat and box cars, 70 were built in the company’s shops. 

Arrangements have been made for the issue of the new bonds 
in which are to be consolidated all the outstanding indebted- 
ness. No steps have been taken toward consolidating the 
different classes of stock. 

Surveys have been made fora branch from Meredith Village 
to Center Harbor and Ossipee, but they were not satisfactory 
and further surveys are to be made. The stock now amounts 
to $1,800,000 (of whicn $800,000 is preferred) and the bonded 
debt to $1,050,000, making a total fixed capital account of $2,- 
850,000, or $19,655 per mile. 


Atchison, Topeka & Santa Fe. 

In his annual report to the stockholders, the President of this 
company says : : 

*'The year ending March 31, 1873, has been the crisis in the 
affairs of your road. The charter was granted March 3, 1863. 
The route prescribed was from Atchison, on the Missouri River, 
to the western boundary of the State of Kansas, in the direc- 
tion of Santa Fe, New Mexico, a distance estimated at 500 
miles. The time tor —— was limited to ten years, 
which expired March 3, 1873. Five years and six 
months were allowed to pass without commencing operations. 
In September, 1868, the charter was transferrred to new parties. 
Thirteen per cent. of the stock is now held in Kansas and the 
West, 12 per cent. in New York and 75 per cent. in New Eng- 
land. In 1869, 28 miles were built ; in 1870, 34 miles ; in 1871, 
75 miles. ‘Che western boundary of Kansas not having been 
established, we estimated the remainder to be built at about 
343 miles. ‘The time for the completion of the road and tele- 
graph was limited, and only one year remained. The conse- 
quence, if it should not be completed within the time, would be 
serious. The advancing cost of materials and rates for money, 
the waning confidence in great public enterprises of this kind 
and their management, the fact that five millions of money 
would have to be raised, presented serious difficulties and em- 
barrassments. An effort was made in Congress to get the time 
for completing the road extended for two years, but in view of 
the delay and the uncertainty of favorable action during the 
exciting and all-absorbing Presidential contest, when politicians 
consult policy sometimes at the expense of good faith and 
principle, the directors on the 22d of March, 1872, voted to 
make the arrangements and efforts necessary to complete the 
road within the year. The means were provided and the work 
completed, butthe advance in materials, the tightness in the 
money market, the indespensible and unprecedented rapidity 
with which it was performed, have increased the cost more than 
six hundred thousand dollars. 

“ The road was completed and cars run over the entire line 
from Atchison, on the Missouri River, to at, on the western 
boundary of Kansas, 4694 miles, on the 28th day of December 
last ; thus 3324 miles were built in less than nine months. The 
road is well built with a gaat quality of rails, fish jointed, laid 
upon oak ties, transported on an average more than 500 miles. 
It runs by the side of the Arkansas River for 300 miles, is of 
easy grades or curves, and is equip with 38 first-class en- 
gines and 700 cars, as willappear by the report of the General 
Superintendent. The amount of business upon it for a new 
road in @ new country is unprecedented. The earnings for the 
portion operated last year were over $4,000 per mile ot road per 
year. Five thousand dollars per mile extended over the entire 
road will pay the running expenses and interest on the cost of 
theroad, Wedo not expert to earn that amount this year or 
the next, but we do co: tly hope to do so at the end of the 
third year.” . 





‘ * * 
In addition to the road built and owned by the company, 


we are operating a branch from Newton to Wichita, 27} miles 
long, at a rental of 35 per cent. of the gross earnings. The 
Texas cattle are transported over this branch in large quanti- 
ties. It now ends at the border of the Osage Indian Trust 
Lands, but may, and probably will, be extended through these 
lands and the Indian Territory to Texas at no very distant day. 
The main road now terminates at the boundary of Colorado ; 
the whole distance from Atchison to this point was estimated 
before the boundary was established by the United States Gov- 
ernment at 500 miles, but the actual distance as the road is 
built is 469} miles, making with the Wichita Branch (274 miles) 
490 miles operated by the company. This road will eventually 
form an important link in the great line between the Atlantic 
and Pacific, passing through the most valuable and productive 
mining region of Colorado and New Mexico. A bill fiving a 
right of way for the extension of the road passed the House of 
Representatives at its last session, but was left on the table of 
the Senate with other unfinished business. A territorial charter, 
however, has been obtained and will be used for its extension 
whenever the comeeny holding the charter think it expedient, 
The’ route is feasible and desirable, and is certain to be occu- 
pied at no distant me 

* The land secured to the building company by the building 
of the road within the time prescribed is 6,100 acres per mile of 
road, or 3,004,800 acres.” 


Manchester & Lawrence. 


This road extends from Manchester, N. H., southeast to 
Lawrence, Mass., 26 miles. It was formerly operated under a 
contract by the Concord company, but that contract was last 
year decided to be “oy by the New Hampshire courts. 

The operations for the year ending March 31, 1873, were as 








follows : 
Earnings : 
Passengers ......00+2+. 2000 Qe teeta ee eee eeeee eens $76,212 78 
Pbanenecnsecctede 2605050005 senessestshevedsgrecees 66,407 97 
Malls, CXpTORS, C66... 0000000 ccccceces pnghetniedteaniante 9,798 24 
Concord Raliroad Compamy.........cccccccccocccccccgeces 24,664 15 
Total earnings ($6,811 per mile) ..................+- $177,083 14 


Working expenses (4344 per cent.)............ 








76,577 61 

Net earnings ($3,866 per mile).............--+seeeee- $100,505 53 

Two dividends, each 5 per Cent.............sseeeeeceseees 100, 00 00 
BAAMOS.... ccc cccscccccccsccccccscccccrceseee: ove - $05 53 


During the year passenger trains ran 54,475 and freight 
trains 20,703 miles. ‘There were carried 158,945 passengers and 
79,434 tons of freight, equal to 2,599,903 passengers and 1,585,- 
754 tons of freight carried one mile. : 

Sixty tons of new rails, 501 tons of welded rails and 9,236 
new ties have been put in the track. 

Since the contract with the Concord Railroad Company was 
declared illegal, negotiations have been commenced, and are 
now in progress, which, it is hoped, will result in satisfactory 
arrangements with connecting roads. 


Concord. 


This ie e: road extends from Nashua, N. H., north to 

Concord, 35 miles, and it works under leases the Concord & 

Portsmouth road, from Manchester to Portsmouth, 41 miles ; 

the Manchester & North Weare, from Manchester to North 

Weare, 19 miles, and the Suncook Valley, from Suncook to 

Pittsfield, 174 miles, making a total of 112} miles operated, 
The earnings for the year ending March 31, 1873, were : 














From passengers ............seeeees oe Cccccvecccces. coc $362,267 49 
Heome TIRE. ..0. coc. .cccccccccccccccccccccsccecs cecscece 647,326 27 
From rents.......... 7,418 35 
from express 13,050 00 
From mails............++++ -eunsade 9,458 05 
Total gross income $1,040,115 16 
Operating expenses (5414 per cent.)............ ..+. es. $562,887 58 
For new railroad srom .........06. cee ceceeeee $82,648 87 
For new locomotives .........ceecseeeeereeee 9,408 
For new freight Cars............seeseeeeseees 23,282 23 
—-— $125,339 39 
WOO oo oc00.0008000 00000000 2000000000 geesebesserecs $688,226 97 
Wot OaTMIN™S..000.002.-ccccccccccccccsccscccccces © $351,828 19 
From which has been paid: 
Taxes on capital stock.......... ....+++-++-- 48,396 88 
Northern road on Vermont Central contract. 5,700 00 
Manchester & Lawrence road................ 64 15 
Kent of {Concord & Portsmouth road... ..... ,000 00 
Onaccount of the construction of Suncook 
. | Saree eyes oesnes 000 00 
—-—— $196,761 03 
Receipts over expenses........ babesbacgeeendonsses $155,127 16 
From which 1s reserved and appropriated for 
I 5 5 05546h050gnsrernsesesasee 4,868 87 
Paid two aividecds of 5 percent each........ 150.0U0 U0 
_ $154,268 87 
Balance carried to contingent fund............... $758 29 


The gross earnings were at the rate of $9,245 per mile. 

One new passenger locomotive has been added to the equi 
ment during the year, with two passenger, 60 platform and 2 
coal cars. ‘The motive power is sufficient for present needs but 
new passenger and freight cars are much needed. The Miller 
platform and coupling have been used on the road during the 
past year with complete success. 

During the year there have been laid upon the Concord road 
and branches 583 tons of new iron rails, and 1,363 tons of rails 
have been taken up, welded and relaid; aud 502 tons of new 
steel rails have been purchased and laid on the main track, in 
continuation of those laid during the previous year southerly 
for more than 5} miles, so that the whole distance from Concord 
of stee) rails is more than 13 miles. There have been placed in 
the track 61,720 new sleepers, and so far as the steel rails have 
been laid, both tracks of the road have been bailasted with 
gravel to the depth of one fout, which is a permanent improve- 
ment of the tracks. 

The Suncook Valley road has been in operation under the 
lease since January, 1870, and there has been an annual in- 
crease in its gross earnings sufficient to render it reasonably 
certain that the income derived therefrom will, in the future, 
be equal to the expenditures incurred in operating the road, 
and the rent to be paid therefor. 

The Manchester & Lawrence Railroad was operated under a 
contract between that company and this, prior to the decision of 
the Supreme Court of this State, rendered in the suit of ‘‘ Dyvid 
Currie et als., vs. Concord Railroad et als.,” in which that con- 
tract was held to be invalid and illegal. Since then that road 
has been managed by its own directors, and the relations be- 
tween the two roads have been harmonious, and the business 
between them has been done in accordance with the provisions 
oi a parole agreement therefor. 


Dunleith & Dubuque Bridge. 


The annual report of this company, which owns the bridge 
across the Mississippi at Dubuyue, la., shows that the receipts 
of the ye eed for the year ending May 31, 1873, were $161,- 
069.55, of which $141,289.05 were tolls paid by the Illinois Cen- 
trai, $10,530.01 tolls from the Chicago, Dubuque & Mivunesota 


and $9,250.40 from miécellaneous sources. The Illinois Central 


passed over the bridge 456,100,000 pounds of freight pa: 
) 
assengers, being an increase of 6,960,300 pounds of 
freight 2,306 passengers. The company has purchased all 
the stock of the ferry company Ley Uy try tad river from Du- 
pV Eee 


300 pounds eastward and 124,739,700 pounds westward boun 
and — 


buque to Dunleith at a total cost o 
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places the traffic which the longest line gets cannot be 
given up without being felt, and this is especially the 
case with the{north-and-south roads, which at every town 
of importance are intersccted by east-and-west lines, 
which to Eastern cities are much the shorter routes. 


pared first a “ distance tariff,” beginning with a rate for 
1 or 24 miles, which may be held to cover terminal 
charges, and increasing by distances of 24 or 5 miles to 
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Editorial Announcements. 





Removals,—The Chicago office of the RatLRoaD GazettE has been 
removed to No. Ti Jack street, opposite Third avenue. 

The New York office of the Raturoap GazeETTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 








Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railrocad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 

Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor must supply them. 

Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 


Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








THE NEW ILLINOIS FREIGHT TARIFFS. 





In accordance with their determination to endeavor to 
comply rigidly with the provisions ef the new Illinois 
freight Jaw, which aim to prohibit the charging for traus- 
portation of a given quantity of freight a given distance 
the same amount as ora greater amount than for carry- 
ing an equal quantity of similar freight a greater dis- 
tance, the companies having roads with termini in Chica- 


go (and some others) have prepared new freight tariffs for | 2 


the parts of their lines within the State of Illinois. 
These tariffs have been published, and they will be found 
interesting, not only as showing the differences (when one 
has the old tariffs to compare with them), but the manner 
of making them up. It carly became evident 
that when a road formed a longer route to a sta- 
tion than a competing route, it would have to 
abandon the traffic of that stition to the short line 
unless it had so much the advantage of its rival! in gen- 
eral bulk of traffic as to be able to carry at a less rate per 
ton per mile to and from all places. So, generally, it 
became necessary to make up the necessary earnings 
from those stations where there was no competition, or 
to which the road was the shortest route. The law vir- 
tually commands that there shall be no competiiion for the 
traffic between two places unless the lines between those places 
are of the samelength. Take the Chicago, Burlington & 
Quincy and the Chicago & Northwestern, for instance: 
the latter has a line to Geneva 36 miles long, while the 
former’s line is 48 miles. Evidently the Chicago,Burling. 
ton & Quincy, to get any traffic from Geneva to Chicago, 
must charge only three-fourths as much per mile; and, 
according to the law, whatever charge it may make for 
this 48 miles it must accept for any other 48 miles en its 
line—or be prima facie guilty of extortion and unjust 
discrimination. 

An examination of the tariffs shows that while Chicago, 
Barlington & Quincy rates from Chicago to Geneva are 
32.5, 27.4, 24 and 21.6 cents for the four classes of mer- 


chandise, Cuicago & Northwestern rates are 25.4, 21.4, 18. 


and 16.1 cents respectively. These two lines having 
been made for Chicago-Geneva business, and competing 
therefor, the Legislature has virtually pulied one of them 
up, so faras that business is concerned. In~this case 
doubtless it was hardly worth trying for, but in many 













































































Merchandise per 100 lbs. | rg — ¥ jIn cents per 100 Ibs. 
| Sa jesse —————— 
gL | < 
Bl e)2| 2 2 lee logelsereel cese 
@/5|g)| 2! & | £8 |s°s sear) giFs 
> | & a = & | ®]|Sse|so% 98 ES: 5 
ra | 2 = o 25 |: $5 7S5=5 eas > 
> | Bis | BT PS si $8eas| “See 
P| RL: | Fae) Fejocses| 2282 
: | > || Se |i DS | PSeRe| s2er 
: : is DS |: Re iereoe S& = 
: : : Ioze Foas 
: | | : Zl]: Fe lsoo Se) “32% 
; ; | : ii Felrener) gee 
ae a ae é = 
25/13 |10 | 8 | 6 || 13 | 14 6 
5 15 {12 | 0 8 || 14 16 q 
7.5|17 | 14 12 10 «|| 15 13 7.3 ¢ 
10 19 =| 16 #+| 14 12 16 20 TA 9. 
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1 |23 |2 | 18 | 15 18 | 24 7.8 10.5 
17.5 | 25 | 22 | 20 | 16 19 | % 8 11 
20 | 27 24 | 21 17 20 26 8.2 11.2 
22.5 | 29 2 | 22 18 21 27 8.4 11.4 
2 |31 | 26 | 23 | 18.5 || 22 | 8 8.4 11.6 
27.5 | 83 | 27 24 19 || 23 29 8.8 11.8 
30 | 35 | @ | 2 19.5 || 24 30 9 12 
82.5 | 36 | 29 | 26 20 25 31 9.2 12.2 
35 | 37 «| 30) | 26.5 | 20.5 || 26 32 9.4 12.4 
37.5 | 38 | 31 | 27 | 21 26.5 | 33 9.6 | 12.6 
40 | 3 32 | 27.5 | 21.5) 27 | 34 || 9.8 | 12.8 
42.5|40 | #3 | 28 | 22 27.5) 35 || 10 13 
45 | 41 | 84 | 28.5 | 22.5 | 36 10.2 13.2 
47.5|42 |35 | 29 | 23 28.5 | 37 10.4 13.4 
50 | 48 «| 86) | 29.5 | 23.5 | 29 38 106 | 13.6 
55 | 44 «| 37 =| 30 | 24 30 | :39 11 14 
60 | 45 | 37.5] 31 | 24.5 || 3t 40 12 15 
65 46 | 38 | 32 25 32 41 13 16 
70 | 47 .| 38.5 | 32.5 | 25.5 || 38 42 14 17 
5 48 39 |33 | %6 34 43 15 18 
80 | 49 | 39.5 | 33.5 | 26.5 | 35 44 16 19 
85 | 50 | 49 34 27 36 45 16.02 19.02 
90 | 51 | 41 34.5 | 27.5 || 37 45.5 16.04 19.04 
g5 | 52 | 42 35 28 87.5 | 46 16.06 19.06 
100 | 53 | 43 35.5 | 28.5 | 38 46.5 16.08 19.08 
105 |54 | 44 | 36 | 29 38.5 | 47 16.10 19.10 
10 |55 | 45 | 36.5 | 29.5 || 39 | 47.5 16,12 19.12 
15 | 56 | 46 37 30 39.5 | 48 16.14 19.14 
120 | 5% | 47 | 37.5 | 30.5 || 40 48.5 16.16 19.16 
125 |58 |48 | 38 | 5149 |! 16.18 | 19.18 
130 |59 | 49 | 39 16.20 12.20 
135 | 60 |50 | 40 16.22 19.22 
14u 61 51 41 16.24 19.24 
145 62 52 | 42 ; 16.26 19.26 
150 63 «| «#453 43 : 5 a. 16.28 19.28 
155 64 B4 | 44 : 3. 2 16.30 19.30 
160 | 65 | 55 | 45 84.5 || 44 52.5 16.32 19.32 
105 | 65 «| 56 | 46 | 85 || 44.5) 53 || 16.34 19.34 
170 | 67 57 «| «47 35.5 || 45 53.5 || 16.36 10.36 
175 | 67.5 | 57.5 7.5 | 35.8 || 45.5 54 16.38 19.38. 
1200 | 68 | 58 | 48 36 = ||: 46 54.5 16.40 19 40 
185 | 68.2 | 58.2 | 48.2 | 36.2 || 46.2 | 55 16.50 | 19.50 
190 | 63.4 | 58.4 | 48.4 | 36 4 || 46.4 | 55.5 16.70 | 19.70 
195 | 68.6 | 58.6 | 48.6 | 36.6 || 46.6 | 56 || 16.90 | 19.90 
200 | 68.8 | 58.8 | 48.8 | 36.8 || 46.8 | 56.5 || 17.10 | 2010 
205 9 | 59 | 49 37 47 57 17.30 | 20.30 
210 | 69.2 | 59.2 | 49.2 | 37.2 || 47.2 | 57.2 17.50 | 20.50 
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220 69.6 | 59.6 | 49.6 | 37.6 || 47.6] 57.6 || 17.90 | 29.90 
225 69.8 | 59.8 | 49.8 | 37.8 || 47.8 | 57.8 18.10 | 21.10 
330 |70 |60 |50 |38 || 48 | 58 | 18.30 | 21.30 
235 70.2 | 60.2 | 50.2 | 88 2 || 48.2] 58.2 || 18.50 | 21.50 
240 70.4 | 60.4 | 50.4 | 38.4 || 48.4] 5.4 |} 18.°0 21.70 
245 70.6 | 60.6 | 50.6 | 38.6 | 48.6 | 53.6 18.90 21.90 
250 70.8 | 60.8 | 50.8 | 38.8 | 48.8 | 58.8 19.10 22.10 
25 1 =#| 61 =| 51 39 49 59 19.20 22.20 
260 | 71.2 | 61.2 | 51.2 | 39.2 || 49.2 | #9.2 19.40 22.40 
265 71.4 61.4 | 51.4 | 39.4 | 49.4 | 59.4 19.50 22.50 
270 | 71.6 | 61.6 | 51.4 | 39.6 | 49.6 | 59.6 19.70 22.7 
275 «| 71.8 | 61.8 | 51.8 | 39.8] 49.8 | 59.8 || 19.80 22.80 
280 | 72 | G2 | 52 | 40 | 50 | 69 20 23 
| } 














Examining the rate for the lower classes of grain 
(which form one of the chief staples of traffic), we see 
that the rate is 6 cents per hundred for 24 miles, 7 cents 
for 5 miles, 7.2 cents for 7} miles, 7.4 for 10 miles, in- 
creasing thence .2 cent for every 23 miles up to 55 miles 
(for which the charge is 11 cents); then one cent for every 
5 miles up to 80 miles, for which the charge is 16 cents, 
and then .02 cent every 5 miles up to 180 miles; thence i 
cent for the next 5 miles,and thence.2 cent up to 250 miles; 
.1 cent for the next 5 miles, and thence .2 cent every 5 
miles up to 280 miles, for which distance the rate is 20 
cen s. Thus the charge from East St. Louis to Chicago 
for a car-load of corn (20,000 pounds) would be $40, or 
$4 per ton, which is at the rate of 1.43 cents per ton per 
mile, nearly as low as the average rates of Eastern roads 
with the heaviest traffic. On first-class freights the rates are 
13 cents per hundred for 24 miles; 2 cents more for every 
24 miles up to 30 miles, for which the rate is 35 cents; 
1 cent more for every 24 miles up to 55 miles; thence 1 
cent more for every 5 milesup to 170 miles; .5 cent more 
for each of the next two sections of 5 miles; thence from 
180 to 280 miles .2 cent move for every 5 miles, making 
the rate for 280 miles 72 ceats. A similar system 
is followed for the several classes, of which there is a 





considerable number. Car-load rates are given for all 
classes, and will be 20 per cent. less than schedule rates 


| for first, second and third-class, and 30 per cent. less for 


fourth-class. Comparing with the old tariff, the rates 


| are generally higher on the upper classes of goods for 
In making the tariffs, most of the companies have pre- | 


distances of 100 miles and under, and alittle lower for 
| greater distances, while on grain and lower classes they 
are lower for almost all distances. 

The Chicago, Burlington & Quincy bas followed a 
similarsystem. Rates on grain are carried out to hun- 
dredths of cents. To the first station from Chicago, 6 
miles, the rate per hundred for grains except wheat is 
8.34 cents, and thence the rate increases .04 cent for 
every mile to a distance of 20 m‘les; thence .055 per mile 
(on the main line) to a distance of 40 miles; thence .01 
cent per mile toa distance of 100 miles; thence an in- 
crease of .05 cent per mile up to 120 miles; thence .01 
cent per mile up to 150 miles, and thence .01 cent per mile 
up to 261 miles, which brings us to Quincy, The rate 
from Quincy to Chicago will be 21.11 cents, per hundred, 
which is at the rate of about 1.62 cents per ton per 
mile. 

The Chicago & Alton’s ‘‘ soft-coal rate,” for car-loads 
mined on the live of the road, is $10 for 20 miles, and 12 
cents more per mile for greater distances up to 60 miles 
and 10 cents more per mile thence up to 185 miles, and 5 
cents per mile from 185 up to 280 miles. For the latt'r 
distance the rate is $41.75 per car-load, or 1.49 cents per 
ton per mile; with this further provision that an abate- 
ment will be allowed on quantities shipped from avy one 
mine to any one station during one year at the rate of 5 
per cent. on 30,000 tons, 10 per cent. on 50,000 tons, 124 
per cent. on 100,000 tons, 15 per cent. on 150,000 tons, 
and 17 per cent. on 200,000 tons. Thus, the rate being 
$13.75 per car-loid from Wilmington (whence the most 
coal is shipped) to Chicago, mines sending 200,000 tons 
yearly to Cuicago would reduce the rate to $11.41} cents 
per car-load, or by more than 23 cents per ton, amount- 
ing in the aggregate to $46,750. This, however, would 
require the shipment of about 65 car-loads daily from 
one mine to onestation. The rate would bea little more 
than two cents per ton per mile for the short distance of 
53 miles. 

Perhaps a favorable example of the method of making 
up these tariffs is that of the Chicago & Northwestern for 
the 45 miles of the Milwaukee Division in Illinois. It 
may be remarked that the chief business of this Division 
j8 carrying passengers, and that there is a parallel and 
competing line five or six miles west of it. An initial 
rate is given for one mile for each class, which may be 
taken as including the charge for loading and unloading, 
station service, etc. This rate is: For first-class freight 
7.5 cents; for second-class, 7.4; third-class, 7.3; fourth- 
class, 7.1; wheat, 7.1; other grains, 7; flour by the car- 
load, per barrel, 14.2; salt, lime, cement, etc.,in lots of 
not less than 25 barrels, 10.8; lumber, lath and shingles, 
in car-loads of 20,000 pounds (about 5,000 feet), $8.20 per 

car-load (equal to 4.1 cents per hundred); horses and 
mules per car-load, $14.27; cattle and hogs, $14.19; sheep 
(in single-deck cars), $14.16; “Class A’’ (wagons, 
cultural implements, machinery, furniture, etc.), $14.27 
per car-load; ‘ Class B,’’ $8.26; ‘‘ Class C ” (salt, cement, 
lime, sand, coke, etc.), $5.21; ‘‘ Class D,” $5.18. 

Beginning with these rates, a certain fixed addition is 
made for each additional mile up to a certain distance, 
when the charge per mile is usually decreased some- 
what. 


agri- 


For instance, for first-class freights the charge is in- 
creased by 5} mills per mile, apparently, up to 8 miles ; 
then by 5 mills per mile up to 28 miles; then by 4} mills 
per mile up to 45 miles. For second-class freight the 
increase seems more variable, being at first about 4 mills 
per mile, then 84 mills, and finally apparently 39 and 4. 
For third-class the increase is about 24 mills per hundred 
for about 22 miles ; then 1.6 mills, and for the last 15 
miles 1 mili; for fourth-class the increase is pretty nearly 
uniformly 1 mill per hundred per mile for the whole 45 
miles. Wheat is identical, or nearly so, with fourth-class 
freight ; for the lower grains the increase is about $ mill 
per mile ; flour per barrel is twice the rate of wheat per 
hundred, as usual ; salt, lime, ctc., increase at the rate 
of 8 mills per barrel per mile throughout; lumber increases 
on the average at the rate of 16 cents per car-load 
per mile, though apparently quite irregularly, the in- 
crease being sometimes 10 and sometimes 20 cents per 
mile, and beginning and ending with 16 ; horses increase 
regularly 27 cents per car-load ; cattle, 19 cents per car 
per mile ; sheep, 16 cents. Class A is the same as horses ; 
Class B increases 264 cents per mile per car-load ; Class 
C, 204 cents, and Class D 17} cents per car-load per 
mile. 

All the other divisions of the road, so far as we have 
examined the new tariffs, have the same initial rate for 
the first mile, except that fourth-class is 7.2 cents instead 
of 7.1, and the wheat rate is lower than fourth-class. 





Generally the rates increase per hundred per mile for the 
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first 830 miles 5 mills for first-class, 4 mills for second- 
class, and 8 mills for third-class ; for the next 40 miles, 
44 mills for first-class, 34 mills for second-class, and 
about 23 for third-class. The fourth-class rates are 
not alike on the different divisions. On the Dixon Air 
Line the increment per mile is about 24 mills up to 70 
miles; thence 2 mills for 20 miles; thence 14 mills for 46 
miles, which brings us to Fulton, 136 miles, and the 
longest distance on the road in Illinois. On the Wis- 
consin and Kenosha division, a totally different principle 
seems to have been adopted in making rates for this 
class. The smallest increments are for thy short distances. 
Thus for the first 12 miles out of Chicago the increase 
per hundred on fourth-class freight to the numerous 
small suburban stations is about 1 mill per mile; thence 
for ten miles a little more than 2} mills per mile; thence 
for 29 miles about 3} mills per mile; thence for 40 miles 
(to the most distant points in Illinois on those divisions) 
about 1} mills per mile. Tle difference will perhaps be 
more obvious if we compare tatiffs fer some of the 


nearer stations on the Galena and the Wisconsin divisions, 
as follows: 
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Those who are unacquainted with the Chicago & 
Northwestern may need to be told that it is not one road 
but a system of roads, having three separate and distinct 
lines into Chicago, unconnected in any way except by 
cross lines ; that these roads are variously circumstanced, 
some having a very heavy and some of the branches and 
cross lines a very light traffic, so that a rate which would 
be fairly remunerative on the Galena Division, for in- 
stance, might not pay working expenses on the Kenosha 
& Rockford line, or the Fox River Valley Branch. Mani- 
festly uniform rates for uniform distances on all the lines 
and branches owned by the company would be unjust; 
but frequently an attempt seems to have been made to 
make them so, an] that without regard to competition. 
For instance, from Galena on the ‘‘ Dixon Air line,” 86 
miles west of Chicago, the company has two short 
‘* plugs,” each about two miles long, one north to St. 
Charles and the other south to Batavia. The rates to 
these two places are made the same, though St. Charles 
has no other outlet, while Batavia has two other stations 
on branches of another railroad ; moreover, the increase 
of the rate for these two miles is no greater than for 
similar distances west of Geneva on the main line, 
though doubtless the latter has to suppor. ten times the 
traffic of the two-mile branches. The tariffs are made, 
however, to conform to the law, and not to prpportion 
charges for work to the cost of doing it. 

The rates for the first mile for the different classes of 
freight on the different lines are as follows: 
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The only tariff for an Illinois road not terminating in 
Chicago that we have seen is that of the Rockford, Rock 
Island & St, Louis, which has the same 2} mile rates as 
the Chicago & Alton in the above table, except that 
lumber is $6.50 per car-load, instead of $11, and class A 
$11.50 instead of $11, and soft coal $7 instead of $6. 

The Illinois Central has a longer line than any other 
road entirely within the State, and it isalso probably more 
affected by competition than any other. Taking the rate on 
wheat, which is one of its chief staples, we see that the 


* First 246 miles. 


+ First? miles ; the rate for 24 miles is apparently nearly the 
same as on the Chicago & Alton, 





rate per hundred increases about 1 mill per mile up to 40 
miles; thence about .7 mill per mile up to 844 miles; 
thence about 1 mill per mile for 18 miles; thence .05 mill 
per mile for 6 miles (up to 108 miles); thence .1 mill per 
mile for 10 miles; .05 mill for 9 miles; then an increase 
of .1 mill per station—about .02 mill per mile—for 22 
miles; thence about .8 mill for 42} miles; then .6 mill 
for aout 60 miles (up to 250 miles); then about .4 mill 
per mile to Cairo, 365 miles, the longest distance. This 
makes rates from Chicago to Cairo or vice versa 30.7 cents 
per hundred, other grain being 24.4 cents. The traffic on 
this road moves in both directions, and, indeed, one 
might say in all direetions, for a large portion of it hasa 
tendency to fly in a tangent castward from the line of 
this road, and it must be extremely difficult to make a 
tariff under the law which will not make some sections of 
the road feeders of the east-and: west-lines. 

What the effect of these tariffs will be it is not easy to 
foresee. A healthy railroad tariff is not made,but grows— 
that is, circumstances and experience teach what it should 
be, rather than fixed general principles. We shall be 
mistaken if these new Illinois rates do not develop a 
great deal of friction and cause a great deal of trouble to 
both the companies and their customers. 








Mexican Railroads. 





The Cosmopolitan (City of Mexico, June 6) says : 

‘* We understand General Palmer has gone to the United 
States overland. It was reported that he had merely gone on a 
trip to Querétaro; but we understand that he is by this time 
across the Rio Grande. 

‘*Mr. Von Motz, one of the engineers who came with Gen- 
eral Rosecrans last year, and who has made a survey of the 
line of country from Mexico to Manzanillo, and round by More- 
lia, back to Mexico, left for Vera Cruz last Saturday night by 
train, with the intention of taking pow tor Europe. 

‘*Mr. Foster, another of General Rosecrans’ party, has also 
left the country. 

**We understand that not one of the original Rosecrans 
party now remains in Mexico—all have left.” 


The Two Republics of the 7th says, concerning the Inter- 
oceanic Company (the narrow-gauge project): 


“The situation of this business, is, as near as we have a 
knowledge, the following. Gen. Rosecrans having turned over 
the agency in Mexico to Gen. Palmer, left this capital on the 
15th inst. Gen. P., for a brief period, directed his attention to 
to the proposed modifications, but before the session closed, 
seeing, as he thought, the entire hopelessness of the modi- 
fications being passed, he left the capital,and before going 
placed the business in the hands of James Sullivan, Esq., as 
his agent and attorney. 

**Ou the 28tu May, Mr. Sullivan addressed a communication 
to the Minister of Fomento, advising him that as agent of the 
company he cannot accept the interpretation which the Su- 
preme Government gives to the concessionary law of the 10th 
December, 1870, and that in this disaccord, the company finds 
itself under the necessity of seeking the decision of the Su- 
preme Court; that he had already presented himseif before 
that high tribuual, and was ready to submit to its decision in 
those various points of disagreement between the Supreme 
Government and the company. 

** On the 30th the Minister of Fomento addressed a letter to 
Gen. Palmer, acknowledging the notice that Mr. Sullivan had 
been appointed his agent; and announced that under that date 
the concession of the 10th December, 1870, had been forfeited. 

‘*We presume, under these circumstances, that the proceed- 
ings before the Supreme Court will be withdrawn.” 


The Two Republics of the 7th also has a summary of the pro- 
visions of the contract entered into between the Minister of 
Fomento and Mr. Edward Lee Plumb, the representative of the 
Texas International Railroad Company, authorizing said com- 
pany toconstruct a railroad from Mexico to the Pacific, and a 


line to intersect it from the Texas border on the Rio Grande. 
The summary is as follows: 


“The works of construction on the line from Mexico to the 
Pacific to commence within nine months from the date of the 
law of approval enacted by Congress. 

**The company is required to construct 240 kilometres every 
two years until the line is finished. 

‘*The works on the line to the Rio Grande to commence on 
the Mexican bank of that river immediately after the comple- 
tion of the Texas International road to the Rio Grande. 

**' The copcessionists engage themselves to orgavize in Mex- 
ico, the United States or in Europe a company to be denomi- 
nated ‘The Mexican International Railway Company,’ and 
which will not be considered as organized until $2,000,000 of 
capital has been subscribed and paid into the treasury of said 
—. : 

‘The right of subscription to the stock is extended to Mexi- 
can citizens during one year from the approval of this contract, | 


upon the same terms at which shares are offered in the United 
States and Europe. 


ready to comply punetiliously with all he has promised, being 
as he is well supported by large capitalists.” 

Aud again: 

“The terms of the contract are such, however, that there 


can be no shadow of a doubt as to the approbation of the Legis- 
lature when it meets in September next. 


Au examination of the contract shows that the company will 
be entitled to receive from the Mexican Government a subsidy of 
$100,000 if the road is completed in nino years ; $400,000 if 
finished in cight years ; $900,000if in seven years ; and $1,600,- 
000 if in six years or less. 

The estimated length of the lines covered by the contract is: 
Mexico northwest to Lagos 





\ tigipenaphbeesenesseneseiinnns 292 miles. 
Lagvus to the Pacific at San Blas or elsewhere. .......----. 318 ,, 
COR Op Cae TD GNORGR sé ccnsivcces cs cccoccccsscesncsenes 64 ,, 
WRN DURE <Snckcss sinewedoectsnocsvcnossannsennl 415 4, 
Total length to be constructed.......... epwocessecsboans 1,629 miles, 


Thus if the company completes its lines within six years, 
which ought not to be difficult if it can command the requisite 
capital, its subsidy will amount to about $10,000 per mile. A 
large part of the lines proposed would be in a thickly peopled 
country, with many considerable cities at short intervals, which 
in the United States or Europe would afford a large and 


profitable traffic to any line constructed with anything like 
economy. 





Record of New Railroad Construction. 








The number of the Rarnroap Gazette for last week had in- 
formation of the laying of track on new railroads, as follows : 

St. Louis, Salem & Little Rock.—Completed from a junction 
with the Atlantic & Pacific Railroad at Cuba southward 453 
miles to Salem, Mo. 

Pioche & Bullionvile.—This road, of 3-feet gauge, is com- 
pleted between the towns named (which are in Southeast 
Nevada), a distance of 18 miles 

Chicago & Paducah.—Extended from the recent terminus of 
the northern section, eight miles south of Fairbury, Ill., south- 
eastward 17 miles to a junction with the Lafayette & Blooming- 
ton Branch of the Toledo, Wabash & Western Railway at Gib- 
son; and from the northern end of the southern section ai 
Monticello, northward 10 miles, in all 27 miles. 

This is a total of 90} miles of new railroad. 

This number of the Rartroap Gazerre has information of 
the laying of track on new railroads as follows: 

Paducah & Memphis.—Track laid from the southern ter- 
minus at Memphis northeastward 37 miles to Covington, Tenn. 
Cairo & Fulton.—Extended from Rockport southwest 22 miles 
to Arkadelphia, Ark., 65 miles trom Little Rock. Toledo, 
Canada Southern & Detroit.—Completed from the winter ter- 
minus, 25 miles northeast of Toledo, northeastward 12 miles to 
a connection with the Canada Southern opposite Amherstburg, 
Ont. Washington City, Virginia Midland & Great Southern.— 
Track is laid from Lynchburg, Va., southward 7 miles. Burl- 
ington, Cedar Rapids & Minnesola—Milwaukee Division.—Ex- 
tended from Center Point, Iowa, northward 20 miles to Inde- 
pendence, Iowa. Cairo & St. Louis.—This narrow-gauge road 
has been extended from Headquarters southeastward 18 miles 
to a junction with the Grand Tower & Carbondale road at 
Murphysboro, 75 miles from East St. Louis. 

This is a total of 116 miles of new railroad. 








Tue InpIANAPOLIS, BLoomincton & WrsTeRN Ratiway, we 
understand, in adjusting its tariffs to comply with the Lilinois 
law makes the rate from the Indiana line to Eastern cities the 
same as the rate from Chicago to those cities, and then makes 
ratesfrom the State line westward increasing mile by mile. 
The rate on grain in bulk will be 12 cents from Peoria to the 
State line. Now the distance from the State line to Peoria is 
133 miles, while from Chicago to Peoria by the Rock Island 
road the distance is 160 miles and the rate on grain in bulk is 
20 cents. Heretofore rates on grain from Peoria have been but 
five cents higher than rates from Chicago. The advantage 
which the east and west roads have over the Chicago lines 
crossing them ig shown by the distances of the junction towns 
on this road from the State line and from Chicago. 


These are 
as follows : 


Distance from 


Danville..... Onenecdecnsecsecescesebe+ee 
Champaign. oe 
Farmer's Vi 
Bioomingt 

Pekin.... 

Peoria... 
Clintou. 
Lincoin.... 
Mason City 


Bienes from 
Chi 0. 
on 128 














The company shall have a domicil in the city of Mexico, 
where will reside a part of the board of directors, to be com- 

osed of five members, two of whom are to be appointed by the 
executive and three by the company. 

‘*The capital of the company is not to exceed $50,000,000, 
which is to be divided into stares of $100 each. 

** The line from the city of Mexico to the Pacific Ocean will 
follow the direction which from the surveys of the company 
(having been approved by the Department of Public Works) 
appears best fitted to connect the capital of the republic in com- 
munication by means of a main or necessary branch lines, as 
close oo as may be possible, with the cities of Queretara, 
Celaya, Salamanca, Morelia, Toluca if the line at present under 
construction shall not have been concluded, Guanajuato, Silao, 
Leon, Lagos and Guadalajara, and that, in connection with the 
Vera Cruz Railway, it may form an interoceanic line from the 
Gulf of Mexico to the Pacific and shall terminate at San Blas or 
at any other puint on the Pacific coast between the ports of 
Manzanillo and Mazatlan which, after the necessary surveys 
have been made, may be selected as the most advantageous 


for the company, with the approbation of the Department of 
Public Works.” 


Commenting on this contract, the Cosmopolitan says : 


“The ratification stands over until the next meeting of Con- 
ess, Which will be on the 16th of September. Mexico, there- 
ore, is at last in a fair way to have her railways on a substan- 
tial basis. All now depends on the prompt action of the next 








Congress, for we understand that Mr. Plumb is, on his part, 


This shows strikingly the disadvantage the Chicago roads 
will be under if unable to make pro raia rates with the Eastern 
roads at less than their ordinary prices. It is not to be ex- 
pected that the Chicago, Danville & Vincennes will make a 
rate for its 128 miles no greater the Indianapolis, Blooming- 
ton & Western's for six miles, especially if it must be bound by 
that rate for all its traffic; and so with the other roads: none 
of them can afford to meet the Indianapolis, Bloomington & 
Western’s rate, unless that road makes extremely high rates. 
With the other east-and-west roads the case is similar. 








AMONG THE SHOPS. 





THE PHILADELPHIA & READING RAILROAD SHOPS AT READING. 

The principal business of the Reading Railroad is the trans- 
portation of anthracite coal and iron from the mines and works 
in Pennsylvania to the Delaware River at Philadelphia. It has 
therefore few connecting railroads, and hardly any through 
business from other lines. The effect of this condition of things 
has been to place it in a somewhat isolated position, and to de- 
velop a sort of distinct individuality in its methods of conduct- 
ing business, in the modes of constructing machinery, and the 
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enginecring operations generally. The necessity of using an- 
thracite coal compelled the construction of locomotives adapt- 
ed for that fuel, and has given them a very distinctive char- 
acter. Besides these circumstances, Mr. James Millhulland, 
who for a long time had charge of the machinery department 
of this road, was an engineer of remarkable originality, and in- 
genuity in solving the problems which the business of this 
road presented. The shops and machinery of the Reading 
Railroad Company have, therefore, more than ordinary interest, 
and are quite unique in their way. 

The shops of the locomotive department aud the foundry 
are located quite near the center of Reading and in the closely 
built portion of the city. The car-shops are about a mile north 
of the machine shops. As we visited the car-shops first, we 
will describe them in the same order. 


CAR SHOPS. 


These are under the charge of Mr. Aaron Steinbach and are 
all inclosed under one roof and included in one buildiag, which 
is 700 feet long by 165 wide. The roof isin three spans of 55 
feet each, supported by two rows of iron pillars, which divide 
the shop into three divisions. In the center one and extending 
the whole length of the shop isa transfer table, and on each 
side are tracks running transversely to the length of the shop. 
The cars are carried to andfrom the tracks by the transfer 
table, which runs on a track level with the floor, and not sunk 
down in a pitas is usually the case with similar structures. 
The side-tracks are elevated on timbers about 10 inches square, 
which, itis said, give sufficient elevation to allow room for 
working below, and leave the floor flush with the bottom of 
what usually is the ‘*pit” for the transfer table, but which in 
this case is the floor of the shop, which, it may be mentioned, 
is covered with asphalt. 

With the immense coal traffic of this road, the repair and 
construction of coal cars of course forms a large or perhaps the 
largest part of the work of these shops. The cars used con- 
sist of three classes, four-wheeled iron cars, four-wheeled 
wooden cars, and eight-wheeled wooden cars. The first weigh 
about 5,600 pounds and carry five tons (11,200 pounds) of coal. 
The second weigh 5,376 pounds an‘ carry the same quantity of 
coal as the first. The eight-wheeled cars weigh six tons and 
carry ten tons of coal. 

The experience with axles on this road is worthy of note. 
The first journais were made 2} inches diameter by 5} long, of 
which there are stilla number running. They were next en- 
larged to 25 by 63, then to 3 by 8 and finally to 3} by 8. The 
latter are used, however, on the passenger cars and tenders 
only. Mr. Steinbach informed us that he had never seen an 
8-inech journal cut, although they had been in use since 1868 or 
*69. The large passenger-car journal is somewhat peculiar. 
Instead of having a collar at the outer end, as is customary; 
there is a groove turned in the center 1} inches wide and } deep. 
A corresponding projection on the brass fits into this groove, 
which thus answers the same purpose as the ordinary collar. 
The experience of this company is strong testimony in con- 
firmation of the wisdom of the Car-Builders’ Association in 
adopting a large size for the standard car axle. 

Ona road doing the business which the Reading Company does 
there is, notwithstanding the fact that the bulk of its traffic is 
coal, a very considerable passenger and other equipment re- 
quired, Mr. Steinbach has; therefore orders, which he is now 
executing, for 500 ** gondola ” cars, 225 box cars, 25 stock cars, 
58 lime cars, 12 passenger cars and 25 new tenders, 

It is quite curious to note the influence which some appa- 
rently very simple causes will have, and how very far-reaching 
they are in their ultimate results. When the Reading road was 
built, the tuunels, cuts and bridges were made so narrow that 
it became dangerous for passengers to put their heads or their 
arms out of the windows. To protect them from accident, it 
therefore became necessary to inclose the windows with iron 
gratings. It was therefore impossible for passengers to escape 
from the cars through the windows in case of accident, and 
consequently fire would be very disastrous in such cases. To 
guard against this danger Mr. Wooten—formerly Engineer of 
Machinery and now the General Superintendent—devised a 
hot-air furnace, which is suspended below the car. Cold air is 
admitted into this by suitable dampers, and after being warmed 
is distributed through the car bya flue extending its whole 
length immediately under the windows and next the floor. 
There are also branches from this under each seat. The smoke 
from the fire is carried from the furnace to the end of the car, 
and escapes through a vertical pipe located in the corner. This 
plan has been in use for several years, and we were told works 
very satisfactorily, although it doubtless requires more intelli- 
gent attention than an ordinary stove. Besides being a pro- 
tection from the danger of fire, it leaves room for at least four 
seats,. which must be removed if the common stoves are used. 
It also has the merit of being a ventilator as well as a heater— 
in fact, itis impossible to warm a car with it without at the 
same time ventilating it, which is the only way to insure 
thorough ventilation in cars in winter. 

As the grated windows also made it dangerous to use lamps 
or candies in these cars, as well as stoves, it was necessary to 
provide means for lighting them without incurring the risk of 
fire from this source. Gas has therefore been introduced into 
most of the cars of this road. Tle supply is stored in a cylin- 
drical iron reservoir, 12 inches diameter by 6 feet long, sus- 
pended under the cars near the furnace. These are so arranged 
that they can be easily removed and charged with gas, which is 
forced into them by stationary pumps. A supply of these res- 
ervoirs is kept on hand ready charged, so that when a train 
comes in those which are exhausted are removed from the cars 
and full ones substituted. There is of course a varying pres- 
sure in the reservoirs, diminishing as the gas is burned. The 

supply of the burners is, however, regulated by a cock, which 
is opened wider as the pressure is reduced. 

The passenger cars have four-wheeled trucks. The most 
noticeable feature about their design is the springs, which are 
of the half elliptic pattern, 51 inches long, with 10 plates 


# inches thick by 4 inches wide. The brakes are hung between 
the wheels. The car-seat used on this road is also noticeable, 
as the frame is made of angle iron, but to the required shape. 
It is doubtless much lighter, and to our taste much neater 
than many of the cast-iron seat-frames now in use. 

Mr. Steinbach, in some of his new cars, has used the end 
ventilators which Mr. Garey, we believe, was the first to apply 
to the raised roof. 

Tho general finish of the passenger cars of this road is very 
plain, but we think, for that reason, in much better taste than 
much of the gaudy ornament now s0 commonly used. This is 
especially noticeable in the head-linings, which are painted in 
subdued gray, purple, blue, buff, and other comparatively neu- 
tral tints. The effect is very pleasing, and has none of that 
riotous appearance which some of the intemperately brilliant 
crimson and gold-colored cars have. 

The store-room of the car-shops is situated near the middle 
of the large building. Here nearly all the castings and forg- 
ings used in the construction and repair of cars are stored, and 
are distributed to the proper parties for use. An accurate ac- 
count is kept of all that is used. This is done by the person in 
charge of the room, who is supplied with a large blackboard 
ruled off ina sort of tabular form. In the right-hand column 
are painted the names of the cars to which the material is to 
be charged, and at the top are the names of the parts which 
are kept in store. This makes it very easy to charge the mate- 
rial to the proper account, which is done with a piece of chalk, 
and the amounts are each day copied into the permanent books. 

The paint shop is located about half a mile from the main 
shops in an old building which was formerly used for a freight 
house. About 600 men are employed in the car department. 


LOCOMOTIVE SHOPS. 

As stated above, the locomotive machine shops,{foundry, etc., 
are located in the closely built portion of the city of Reading. 
The demands made upon the machinery department have in- 
creased so rapidly that the space occupied by the shops is fast 
growing too contracted. Like nearly all similar establishments 
belonging to the older companies, these have been the result 
of gradual growth. In fact, quite recently considerable addi- 
tions have been made to the machine shop, so that it is now in 
a sort of transition state. The main shop is a one-story building, 
nearly rectangular in form, covered with a roof built in several 
separate spans. The machine work and the erection and re- 
pair of engines are all carried on in this shop. The equip- 
ment of machine tools is very large, but as their arrangement 
was being changed we will not now attempt a description of 
them. 

Besides the construction and repair of locomotives, the ma- 
chinery department of the Reading road has the engines of 
the vessels employed by the company as steam colliers to keep 
in repair, and now have two new compound engines to build. 
One of these is for a 1,200 and the other for a 600-ton vessel. 
The high-pressure cylinder of the large engine is 27 inches in 
diameter by 36 inches stroke, and the low-pressure cylinder 45 
inches in diameter by 36 inches stroke. The cylinders for the 
smaller engine are 20} inches in diameter by 30 inches stroke 
and 30 by 30 inches respectively. The cylinders are placed at 
right angles to each other, and are worked with link motion 
and slide valves. The eccentrics, straps, cross-heads, cranks 
and pistons are all made of what is called ‘“‘ McHafiie’s metal,” 
which is a species of cast steel. Both the engines have sur- 
face condensers. 

This kind of machinery being much heavier than ordinary 
locomotive work, requires some much larger tools. The shop 
is therefore supplied with a planer built by E. & A. Belts, of 
Wilmington, which will plane 10 feet wide by 9 feet 10 inches 
high by 24 feet long. Four tools can be used in it at once, two 
horizontally and two vertically. There is a Bement screw-cut- 
ting lathe which has 54 inches swing and 32 feet between cen- 
ters and two slide rests, an 80-inch boring-mill which can be 
made to trim 10 feet in diameter, several large radial drills, 
and one of Bement’s largest horizontal boring-mills. 

‘LOCOMOTIVES. 

The style of engine used on this road differs very materially 
from those ordinarily employed on other roads. This is due 
largely to the fact of the isolated position and individuality of 
the management of this road, to which we have already called 
attention, and also, toa very large extent, to the nature of the 
fuel used, which is anthracite coal. As this road penetrates to 
the very heart of the anthracite coal region, it became evident 
very early that anthracite coal must be used as the fuel for 
locomotives. Some of the first engines built for the Baltimore 
& Ohio Railroad burned anthracite coal. The elder Winans 
gave his attention to the subject very earlyand was the first 
to build locomotives with very long grates. Their success in 
burning anthracite commended them at once for that purpose, 
and Mr. Millholland, in designing his engines, adopted that 
feature of the Winans engine, which has doubtless been the 
secret of their success in the use of the fuel they were obliged 
to burn. 

The long fire-box, however, presented two difficulties. In 
the first place, its weight, if constructed on the ordinary plan, 
would be greater than it would be practicable to carry on en- 
gines not exceeding from 28 to 30 tons in weight. In the 
second place it was difficult to prevent the long grates from 
burning out. Mr.:Millholland, therefore, adopted the Winans 
fire-box, the crown-sheet of which slopes downward from the bar- 
rel of the boiler to the back end. The outside shell of the fire- 
box is of the same shape, leaving a water space between of the 
usual dimensions. The inner and outer plates are then stayed 
together with stay-bolts in the ordinary way. It will be seen at 
once that the weight of a fire-box built on this plan will be very 
much less than one stayed with crown-bars in the ordinary way. 
Mr. Millholland modified Mr. Winans’ plan by arching the 
crown-plate (transversely to the fire-box) and making the out- 
side to conform to it. The difficulty with the grate-bars he 
provided for by designing a water-grate formed of wrought- 





iron tubes filled with water. These are disposed in such a way 





as to leave sufficient room for the passage of air between them. 
This improved fire-box Mr. Millholland adopted for his Ameri- 
can eight-wheeled and ten-wheeled locomotives. In doing so 
its great length made it impracticable to place one driving-axle 
behind it, as is customary with ordinary eight-wheeled engines, 
or to placé‘all the axles in front of it and allow the fire-box to 
overhang, as is sometimes done with ten-wheeled engines. It 
was therefore necessary to slope the grate so that the hind axle 
could be placed under it. By adopting this expedient a system 
of locomotives was devised which have probably been more suc- 
cessful in using anthracite coal than any other engines now 
in use. 

The passenger engine which has heretofore been considered 
the standard has 15 by 20 inch cylinders and driving-wheels 67 
inches in diameter. The total weight is 56,500 pounds, of 
which 33,250 is on the driving-wheels. The grates are Tit. 
3in. long by 34 inches wide. The fire-box is made of steel 
dinch thick ; the boiler is of }-inch iron plates, double-riveted 
all through; its smallest diameter is 44 inches and it has 170 (?) 
two-inch tubes 11ft. 4in. long. The total heating surface is 945 
squore feet. There are twodomes. The smoke-box is square, 


with an angle-iron ring around the bottom, which is bolted to. 


a bed casting to which the cylinders are fastened. The steam 
pipes are made of wrought-iron pipe of 3 inches outside diame- 
ter, which would ordinarily be considered very much too small. 
Bolton’s variable exhaust is used, the construction of which it 
would be impossible to explain clearly without an engraving. It 
varies the size of the opening from 4} to 3} inches diameter. The 
smoke-stack is straight, without deflectors or spark arrestors. 
The total wheel-base is 20ft. 3in. The drivers are spread 6ft. 
Gin., and the truck wheels, which are 30 inches in diameter, 
spread 5ft. 3in. The valve gear is worked by overhung links 
with eccentrics of 5} inch throw. The steam ports aro 15 
by 1jinches. Bristol’s roller valve is generally used with j 
inch outside lap and “line and line” inside. The frames aro 
made of a solid bar at the front end. The back partis what is 
called a “built-up frame—that is, it is formed of a number of 
pieces bolted together. The top is formed by two bars 5 by { 
inches with wrought-iron pedestals. The truck frame is made 
of solid wrought iron. The pumps are made of castiron. The 
head-light is carried on a very neat bracket made of boiler 
plates. 

White these engines have heretofore done excellent service, 


the growing business of the road has made heavier locomotives . 


necessary, and now engines with 17x22in. cylinders and 5-feet 
drivers, with the other parts increased in proportion, are be- 
ing built. 

The standard freight engines have ten wheels—six connected 
—with 18 by 22 inch cylinders and driving wheels 46 inches and 
truck wheels 26 inches in diameter. The total weight is 72,000 
pounds, of which 50,000 is on the driving wheels. The grates 
are 8 feet long by 42inches wide. The fire-box has a combustion 
chamber 18 inches long. The boileris 46 inches in diameter, 
with two domes, and 198 two-inch tubes 12ft. 10in.long. The 
total heating surface is 1,161 square feet. The total wheel- 
base is 19 feet 9 inches, and the driving wheels are spread 4!t. 
4in. between the centers of the adjoining pairs. The truck 
wheels are spread 5ft. 8in. The frames are made of two bars 
on top, 5} by 1] inches, with cast-iron pedestals. The truck 
frames are made of two rolled plates, 3? inches thick, separated 
by distance pieces between them. The two frames are con- 
nected by a wrought-iron bolster attached to the frames by 
journals formed of cast-iron bushings riveted to the plates. 
The boxes have each small rubber springs, which do not seem 
to have elasticity enough for the work they have to do. The 
fire-box is made the full width of the frames, which makes a 
somewhat peculiar arrangement for the back springs necessary. 
It would be useless to attempt to explain this, or the some- 
what peculiar expansion brace which is used for attaching the 
fire-box to the frames, without an engraving, which we may 
give in future. The water grates are made of tubes two inches 
in outside diameter and 14 inches inside, so that the metal is 
iinch thick. They have one or two supports between the ends. 
These tubes are caulked ixto the inside plates of the fire-box at 
the front end, with a copper ferule around the outside at 
the backend. They are placed ina zig-zag position, with a 
solid wrought iron bar alternating between every three tubes 
to permit the fire to be drawn. We omitted to mention that 
the front pair of driving-wheels have flat or blind tires, that is 
tires without flanges. 5 

These ten-wheeled engines have been the standard size until 
quite recently. Several have been built with larger wheels 
and, we believe, increased proportionately in their other di- 
m¢nsions. Altogether we are inclined to believe that the design 
of these engines is, for roads with sharp curves, heavy grades 
and traffic, the best which we have seen for ten-wheeled locomo- 
tives. 

We have notes descriptive of the foundry and other shops 
and also of the rolling mill belonging to this company, but 
these must be reserved for a future time. 

The officers of the machinery department of the Reading 
Railroad are Mr. John E. Wootten, General Superintendent ; 
Mr. L. B. Paxson, ‘Engineer of Machinery ; Mr. Samuel Black- 
man, General Foreman of Machine Shop; Mr. William Camer- 
on and William E. Good, Draftsmen; Mr. Hillery Missemer, 
Foreman of Marine Work; Mr. Joseph Rohrig, Foreman of the 
Foundry ; Mr. John Snyder, Foreman of the Forge; Mr. Amos 
Hooker, Foreman of the Blacksmith Shop; Mr. Robert Cald- 
well, Foreman of the Pattern Shop; Mr. Lcuis Hosman, Fore- 
man of the Tool Shop, and Mr. John Rankine, General Fore- 
man of the Car Shop. 











‘The first rail from the Evansville (Ind.) Rolling Mills was 
turned out June 14. The capacity of the mills is 100 tons of 
rails per day, and about 200 men will be employed. The 
first order is for 500 tons of rails for the St. Louis & South- 
eastern Railway. 

A company by the name of the Allegan Car Company has 
been organized at Allegan, Mich., for the purpose of building 
car works in that town. The capital stock is to be $100,000, 
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Report of the Chicago, Rock Island & Pacific 
Railroad. 





The road owned by this company extends from Chicago 
southwest to Ottawa, Ill., and thence westward to Council 
Blufia, Iowa, a distance of 493 miles. It owns also a branch 
from Rock Island Junction to Port Byron, Ill., 9 miles, which 
is worked by the Western Union Company, and a brauch from 
Wilton, Iowa (25 miles west of Davenport), southwestward to 
Washington, Iowa, 50 miles. This makes a total of 552 miles 
of road owned by the company. 

It owns the bonds and a majority of the stock of the follow- 
ing roads, which it works as part of its system: the Wash- 
ington Branch Extension, from Washington west to Sigourney, 
Iowa, 29 miles; the Des Moines, Indianola & Missouri, from 
Des Moines southward 22 miles to Indianola, Iowa, and the 
Des Moines, Winterset & Southwestern, from Somerset (15 
miles south of Des Moines on the last-named road) west by 
south 263 miles to Winterset, Iowa. 

This is a total of 77} miles of road which is substantially the 
property of the company. 

It works under permanent leases the Peoria & Bureau Valley 
Railroad, from Bureau Junction southward-46} miies to Peoria, 
Ill. ; the Chicago & Southwestern Railway, from Washington, 
Iowa, southwestward to Leavenworth, Kan., 271 miles; the 
Atchison Branch of the last-named road, from Junction, Mo. 
(21 miles from Leavenworth), west 29 miles to the Missouri 
River at Winthrop, opposite Atchison—a total of 346} miles of 
leased lines. 

This gives a total of 976 miles of road, 9 of which, we believe, 
is not worked by tho company, but leased to the Western 
Union. 

The Vice-President and General Superintendent, Mr. Hugh 
Riddle, reports the operations of the road for the year ending 
with March, 1273, and the present condition of the property. 
No separate statement is made of the business, earnings and 
expenses of the Chicago & Southwestern, and we presume that 
the general statement covers this line. We have never seen a 
statement of the terms on which this road is leased, but as the 
rental hitherto has not been sufficient to pay the interest on 
the bonded debt, which is guaranteed by the Chicago, Rock 
Island & Pacific Company, the virtual rental has been the pay- 
ment of this interest in currency, which amounts’ to $350,000 
yearly. The bonds of the Atchison Branch are not guaranteed. 
About 880 miles of road was in operation at the beginning of 
the last fiscal year, and the remainder as early as June, we be- 
lieve, so that the average length of road worked during the last 
fiscal year must have been about 950 miles. The average for 
the previousfyear was about 800 miles. , 

The equipment with which these lines have been worked is 
reported as follows for the close of the two years : 





1872. 1873. 
Locomotives..........-+-+- encbsshoohy Saaeuhess 182 197 
Sleeping coaches...........-ceeececeeeceeecsenee 9 il 
Day coacheS..........0.2+++++ «eessccnscesccooes Si 55 
Baggage and — cars combined) ........ 6 
Baggage, mail and express Cars.........+-e+.e-0+ 21 28 
Paymaster’s Cal. ........-es cece cencceeeeceences wl 1 
Box freight cars.............-- ideeeceahaam -» 2,308 2,408 
Btock Cars.......0 coccccccccccccccccecce . 404 533 
Wat CPS.... — sccorcccovece 830 880 
Caboose and drovers’ cars.. 66 7 
Pile-driving cars............ 2 2 
Dumping gravel cars....... 40 40 


This is a passenger equipment of 102 cars in 1873 against 93 
in 1872, an increase of 10 per cent., and a freight equipment of 
8,940 in 1873 against 3,701 in 1872, an increase of 6} per cent. 
The increase in locomotives was 8 per cent., there having been 
meanwhile an increase of 9 or 10 per cent. in the mileage of 
road worked. 

‘This property is represented by the following balance sheet ; 

CREDIT BALANCES. 


Capital stock accomnt .........2--eeeseeesccevececccees $24,999,500 00 
Fractional scrip convertible into stock .... ......+.+0- 500 0 
Bonds, epee 3 & Rock Island R. R. Co., past due..... 2,000 0» 
Mortgage sink 


DE ST ERR 9 PRR 8,970,009 09 
Fractional agreements convertible into bonds.... .... 146 00 






Chicago, Ruck Island & Pacific R. R. Co., of lowa. 15,998 89 
Sundry balances due - 138,213 30 
Profit balance of income ACCOUNE.........ceeeeeeeeeeces 4,559,683 20 












WOU) ovedccccvvccvscccccsosnetcasscsesoncesessona $38,716,035 39 
DEBT BALANCES. 

Cost of road and equipment...........cecceeeceececcees $28,721,723 92 
Indianola Railroad. .......cccccrcccccsccccccccccceccocs 172,634 80 
Sigourney Railroad... ... ..eeeccecccsccecccerecccces 564,584 78 
Fort Leavenworth Railroad............- bsbdeekssabsaes 111,020 82 
Winterset Hallroad. ......0ccc..-cecsecccccocccccccccce 222,274 97 
Pacific Hotel stOck.......cccccccces scccccccccccceccoes 125,000 00 
Pacific Hotel DondS........----cccescsccccccvcccccececs 118.200 00 
Railroad bridge bonds........... «...- Se ere 387,186 49 
Advances to pay Chicago & S. W. R. R. coupons.. 569,712 49 
Advances for expenditures uponC. & 8S. W. R. R 1,0-8,839 83 
Bonds in hands of Assistant ‘freasurer 25,500 00 
Due from Post Office Department.... 23,363 06 
Stock of fuel and materiais on hand.. . 74,176 09 
Cash, cash items, etc., in hands of Cashier, Chicago... 375,115 43 
Chicago, Rock Island & Pacifie Railroad stock........ 4,500,000 00 
Cash, and loans payable on demand...............e0000 1,636,752 66 

DOM. ccnccncccccocnccnscsctaissacebeddesebooss $38,716,035 39 


The stock is at the rate of nearly $40,000 per mile of road 
owned, or virtually so, and the bonds at the rate of $14,200 per 
mile, and these cover the equipment with which the 346} miles 
of leased lines are worked. They also cover its land grant, 
the extent of which is indicated by the fact that the company 
paid taxes on 484,639 acres during the year. 

The earnings and expenses of this property for the two years 
past are as follows : 

GROSS EARNINGS. 










1872. 1873. 
From passengers....... --- 1,394,140 12 $1,521.790 14 
From freight. 4,213,371 65 4,597,952 01 
From mails... 100,701 19 90,751 24 
From express...... 89,033 81 100,650 00 
From reats, interest, etc 93,933 11 657 38 
From service of cars ...........--+0-0 5,729 44 12,874 18 
From telegraph ......ccccccsccscccccce 3,888 06 4,526 31 
TR. i cpncdnces sansesnonntucie $5,900,797 38 $6,419,231 26 

Increase, $518,433 88, or 834 per cent. 
EXPENDITURES. 

1872. 1873. 

Operating expenses...........eeeeeee $2,838,206 58 $3,253,344 91 











Legal expenees..........00 coccecccce 25,049 84 23,958 07 
TREOS. 2. .0.00 ccccccecccccececs scoe 87,006 44 240,48) 51 
Total ....0<crccccccccccorsseossoced $2,950,262 86 $3,517,783 49 

Net earnings........... pbssonee $2,950,534 52 $2.901,447 77 

1872. 1873 

Percentage of operating expenses to gross earnings....48.10 50.63 
Percentage, including legal expenses and taxes......... 50.00 54.8) 


Of the receipts, 24 per cent. was from passengers and 71 per 
cent. from freight during the last year. The increase in pas- 
senger earnings was about 9 per cent., the increase in passen- 
ger mileage having been 10 per cent., and the increase in 
freight earnings was 9} per cent., the increase in tonnage mile- 
age having been néarly 19 per cent. 

If the statement covers the entire mileage worked, the gross 
receipts wero at the rate of about $7,375 per mile in 1871-72, 
and $6,757 in 1872-73. 

The expenditures on account of new construction and equip- 
ment during the year were $1,155,923.64, the largest items of 
which were $383,734.90 for new equipment, $175,102.76 for the 
new passenger depot in Chicago, and $125,000 for the Pacific 
Hotel in Chicago. 

All the additions to equipment, including the 14 new locomo- 
tives, were constructed in the company’s shops. The Westing- 
house brake was applied to 36 locomotives and 76 cars. Among 
the improvements of road were a further reduction of grade 
and widening for second track through Davenport bluffs, 24 
miles of second track west of Davenport, 5.21 miles of new 
sidings, 18} miles of track rencwed with steel, 4 arch culverts 
and abutments of 15 bridges renewed in masonry in place of 
wood, 3 wooden bridges replaced by iron structures, and 3 new 
brick passenger depots. 


‘The branches to Winterset and Sigourney, in operation since 
May, 1872, are reported to prove valuable as feeders and to 
have fairly met the expectations of the managers. The com- 
pavy has begun the construction of a new foundry, 194 by 60 
feet, at New Shops, Chicago, and also of a brick engine house 
of 16 stalls at Stuart, Iowa. Grading for second track 1s begun 
between Port Byron Junction and Colona, and it is intended to 
complete 20 miles of such track this season. Contracts have 
been made for steel rails enough to renew 50 miles of track. 
It has already about 86 miles of track laid with steel and steel- 
capped rails. Some which have been in use 6} years show no 
signs of failure. 

A detailed statement of the working expenditures shows that 
about 32 per cent. was for labor, besides that on repairs ; 30 per 
cent. on repairs of road and structures; 18 per cent. for re- 
pairs of equipment, and 14 per cent. for fuel and stores (103 
per cent, for fuel). . 

Tho income account shows the payment of two 4 per cent. 
dividends, the interest on the funded debt, rents, taxes and 
legal expenses, and an increase of the balance by $872,000, mak- 
ing it at the close of the last fiscal year $4,589,683. 

Tables of the number of men employed and the wages paid 
in the different departments for each month show an average 
of 363 in the general offices, 9703 in the machinery department, 
4363 in the car department, 9} in the supply office, 5714 in sta- 
tion service, 3824 in train service, 1,623} on roadway and track, 
25 in miscellaneous duties. The average total number was 
4,053, and their average total monthly wages $181,783.07, which 
shows an average pay of $44.85 each per month. 


A table gives the quantities of every kind of freight moved in 
both directions, from which it appears that of the total weight 
carried 34.2 per cent. was grain and grain products, 16.4 per 
cent. stock and stock products, 16.7 per cent. “merchandise,” 
10 per cent. lumber, and 6.5 per cent. coal. Nearly three-fourths 
of the entire shipments are credited to the Illinois Division, 
which has but one fourth of the entire mileage worked. 




















SUMMARY. 
1871-2. 1872-3. 

Number miles run by passenger 

OE et ictowskisskesuachshes 980,001 1,007,497 
Number miles run by freight 

ERE R LS: 2,588,184 3,006,493 
Number miles run by wood, 

gravel and construction trains} 305,371 327,005 

Total number miles run..| 3,873,556 4,340,995 

Number tons freight carried 

IER REE 168,764,688 200,217,943 
Number passengers carried one 

BND iia 055505 senesesessensenere 38,540,595 42,382,171 
Earning: per mile ran on freight $1.63 $1.52 
Expenses per mile run, includ- 

ing legal expenses and taxes. 76 81 
Percentage of operating ex- 

penses to earnings........... 50 54 80-100 
Percentage of expenses to earn- 

ings, including legal expenses 

BE Wi snssecs. |p abcncnss 48. 10-100 50 68-109 
Cost per ton and per passenger, 

per mile, assuming 1 paseen- 

ger equal to 1 ton of freight.. 01 42-100 01 45-100 
Aggregate of tons freight and 

passengers carried one mile.. |207,305,283 241,600,114 
Amount received per ton per 

SR ceinicdursvne tend aaaeebac .02 49-100 .02 29-100 
Amount received per passen- 

BOE, POT MING,....60.c06. «+008; 03 617-1000; -03 596-1000 
Cost of maintaining repairs of 

track and bridges, per mile... 12 76-100 12 51-100 
Repairs of engines, per mile 

FOM..20-.-00000 02 pbhkeenkael 04 65-100 .04 47-100 
Cost engineers, firemen and 

wipers, per mile run.......... .07 01-100 .07 51-100 
Cost oil, waste and tallow, per 

i cca stewndncckes: sacs -00 57-100 -00 70-100 
Cost fuel, per mile run......... .06 76-100 .07 67-100 

NN NM ro ray -18 99-100 .20 35-100 

Number passengers carried one 

mile for each mile run by pas- 

eee 393 42 

















—Colonel John W. Foster, an eminent scientific man, and 
many years ago Land Commissioner of the Illinois Central 
Raiiroad fr several years, died at his residence in Chicago last 
Sunday night, aged 58 years. 


-| Pacific Railroad Company in New York, June 27, E. F. 








@®eneral QMailroad Wews. 


ELECTIONS AND APPOINTMENTS. 








—Mr. D. E. Rice has been appointed General Train Master 
for the whole live of the St. Louis & Southeastern Railway. 
Mr. Rice was formerly Train Dispatcher on the Vandalia line; 
atterward Train Master of the Evansville, Terre Haute & Chi- 
cago, and later Train Master of the St. Louis Division of the 
St. Louis & Southeastern. 


—The board of directors of the recently organized Rahway 
Railroad Company has chosen the following officers: Presi- 
dent, Joseph T. Crowell; Treasurer, Jonathan Woodruff ; Sec- 


retary Washington I, Tier ; Chief Eugineer, Tho A . 
Attorney, B. Ae Vail. y gincer, Thomas Archer ; 


—Mr. John Evans, late Auditor, has been appoint: d General 
Ticket Agent and Paymaster of the Atlantic & Gulf Railroad, 
in place of Mr. M. Soutter, who has resigned on account of ill- 
health. Mr. A. 8. Delanney has been appointed Auditor in 
place of Mr, Evans, 

—The board of directors of the Swedesboro Railroad Com- 
pany met in Camden, N.J., June 20, and re-elected J. 8. 
Lhompson, President, and D. B. Gill, Secretary and Treasurer 
for the ensuing year. The road is leased by the West Jersey 
Company. 

—At the annual meeting of the Lewisburg Center & Spruce 
Creek Railroad Company in Philadelphia, June 10, the follow- 
ing board of directors was elected : Edward F. Gay, George B. 
Roberts, William J. Howard, Strickland Kueass, James P. 
Coburn, Robert H. Duncan, William Phillips. George F. 


Miller was chosen President and Joseph Lesley Secretary and 
Treasurer. 


—The incorporators of the St. Louis & Mexican Gulf Railroad 
Company met in St. Louis, June 26, and organized the com- 
Swed by the election of the following board of directors: A. 8. 

ohuson, Wm. W. Morris, N. J. Moore, Texas; H. C. Young, 
Henry T. Blow, J. Newton, Missouri; B. D. Crary, 8. R. Brow: , 
Aug. Kountze, Nebraska ; W. H. Hollister, Alvin Bush, Luther 
Kountze, New York. The board of directors subsequently 
chose the following officers: President, Andrew Pierce, Jr., 
New York ; Vice-President, A. 8. Johnson, of Texas ; Managing 
Director, August Kountze, Omaha, Neb.; Secretary and Treas- 
urer, Charles Sheppard, Springfield, Mo. ; Attorney, Henry C, 
Young, Springfield, Mo. ; Executive Committee, Andrew Pierce, 


Jr., Heury I. Blow, August Kountze, Henry C. Young, N. J. 
oore. 


—Mr. OC. B. Robinson, Superintendent of the Indianapolis 
Union Railway, has been —— General Superintendent of 


the Indianapolis, Peru & Chicago Railroad, in pl: 
Southeast, steigued. cag ailroad, in place of A. B. 


—At the annual meeting of the Fort Scott, Humboldt & 
Western Railway Company in Fort Scott, Kan., June 16, the 
following board of directors was elected: J. C. Redfield, L. 8. 
Friend, G. E. McCrea, T. H. Davidson, 8. H. Stevens, W. W. 
Curdy, D. B. Emmert, J. M. Bernard, 5.8. Redfield, E. Jones 
K. M. Hulett, J. G. Stuart and B. P. McDonald. J.'8. Redfield 
was chosen President, D. B. Emmert, Vice-President ; 8. H. 
Manlove, Secretary, and 8. H. Stevens, Treasurer. 


—At a meeting of the directors of the Union Pacific Railroad 
Company, in Boston, June 26, John Duff was appointed Acting- 
President in place of the late Horaee F. Clark. Oliver Ames 
and Elisha Atkins were chosen to fill vacancies in the Executive 
Committee caused by the death of Oakes Ames and Horace F, 
Clark. The vacancy in the Committee on Land Grants were 
filled by Oliver Ames, and on Connecting Roads by John Duff. 


—At the annual meeting of the Ogdensburg & Lake Cham- 
plain Railroad Company in Ogdensburg, N. Y., June 18, the 
tollowing directors were chosen: John C. Pratt, John 8. Far- 
low, George M. Barnard, Thomas Upham, I. D. Farnsworth, E, 
T. Farrington, J. W. Blanch, T. A. Neal, George Lewis, Bos-* 
ton ; 8. M. Felton, i Wm. J. Averell, Ogdensburg, 
N. Y.; C. T. Hulburd, Bras er, N. Y.; Albert Andrus, Malone, 
N.Y. At a subsequent meeting of the directors, John C. Pratt 


was chosen President, and Henry A. Church, Secretary and 
Treasurer. 


—At the annual meeting of the Buffalo Creek Railroad Com- 
pany, held June 25, the following board of directors was 
elected: Asa Packer, Robert H. Sayre, Wm. H. Sayre, Wm. L. 
[regen E. L. Hedstrom, Fred. Mercur, Robert A. Packer. 
J. N. Scatcherd, John Ganson, Romeyn Brodhead, ©. A. Sweet, 
A. J. Hoole, James Jenkins. ‘ 


—Dr. Charles Osgood, of Norwich, Conn., has been ch 
President of the New Londoa Northern Railroad Company, tn 
lace of A. N. Ramsdell, deceased. Mr.'Uhomas Ramedell, of 


Windham, Conn., has been chosen a director, to fill the vacancy 
in the board. 


—Mr. Walter Eckel, formerly Stock Agent of the K 
Pacitic road, has been —— to the oe cition = ae 
St. — Kansas City & Northern, in place of J. Finehart, re- 
signed. 


—The officers of the New York, Norfolk & Charleston Rail- 
road Company are as follows: President, H. G. Gowen, Phila- 
de)phia ; retary and Treasurer, C. M. Towne, Philadelphia ; 
General Manager, Joshua Kames, Norfolk, Va.; Chief Engineer, 
George Barrett, Norfolk, Va.; directors, H. G. Gowen, W. F. 
Smith, A. Warthman, C. M. Towne, Philadelphia; John Max- 
well, New York; Joshua Kames, Marshall Parks, Norfolk, Va.; 
W. N. H. Smith, J. E. Moore, North Carolina, : ; 


—At the annual meeting of tho Canada Southern Railway 
Company, at St. Thomas, Ontario, recently, the following 
board of directors was chosen: W. A. Thomson, Queenston, 
Ont.; Milton Courtright, Erie, Pa.; 0. S. Chapman, Canton, 
Mass.; John F. Tracy, Chicago; Daniel Drew, Sidney Dillon, 
John Ross, B. F. Ham, David Dows, New York. ‘The only new 
mg is Mr. Dows, who takes the place of W. L. Scott, of 

rie, Pa. : 


—The directors of the Rome, Watertown & Ogdensburg 
Railroad Company recently re-elected the old officers for the 
ensuing year, as follows: Marcellus Massey, President; T 


H. Camp, Vice-President; J. A. Sawyer, Secretary and Treas- 
urer, 


—At a meeting of the board of directors of the Atlantic & 
Bish 
was chosen President; Andrew Pierce, Jr., Vice-President; 
William A. Hayes, Secretary. Messrs. E. F. Bishop, Francis B: 
Hayes and Andrew Pierce, Jr., were appointed the Executive 
Committee. Mr. Bishop is one of the new directors who re- 
cently came into the board. The others are re-elected. 


—At a meeting of the directors of the Northern Central Rail- 
way Company in Harrisburg, Pa., June 27, Mr. A. J. Cassatt. 
General Manager of the Pennsylvania Railroad, was appointed 
General Manager of the Northern Central also. 


—The Rahway Railroad Company was recently organized at 
Rahway, N. J., by the election of the following board of di- 
rectors : George Duryea, Joseph T. Crowell, Wm. Potter, Wm. 
E. Fleming, John B, Edgar, Josephus Shann, Jonathan Wood- 
ruff, George P. Gordon, Uzal M. Osborn, David Crowell, H. H. 
James, B. A. Vail and John T. Hewitt, all of Rahway, N.J. 


—The surveying party of the Northern Pacific Railroad en- 
gaged west of the Missouri, protected by a heavy escort, is 
composed as follows: Gen. Thos. L. Rosser, Chief Engineer ; 
A. O. Eckelson, First Assistant ; Montgomery Meigs, chief of 
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transit party; H. W. Reed, assistant; level party, T. Winston 
and H. Stevens; topography, A. O. Donnah; assistant, A. L. 
serry—with rodmen, chainmen, campmen, cooks and teamsters 
the party amounts to 26 men. 

—Mr. J. R. Fiske, General Superintendent of the Northern 
Central Railroad, has resigned his position. 

—Mr. H. M. Perry, who for the last 12 years has been in the 
car department of the Hartford, Providence & Fishkill Rail- 
road, has been appointed Superintendent of the Atlantic Car 
Works, at Salem, Mass. 

—R.C. Tate, for eight years Superintendent of the Western 
Union Railroad, has been appointed Superintendent of the Chi- 
cago & Pacific Railroad, vice James K. Lake, resigned. 

—Ata meeting of the directors of the Lake Shore & Michi- 
gan Southern Railway Company, held at the office of the Union 
Trust Company, No. 73 Broadway, New York, on the 2d inst., 
Cornelius Vanderbilt was chosen a director and President to 
succeed Horace F. Clark, deceased. 








TRAFFIC AND EARNINGS. 





— There are shipped from Shawnee, Ohio (a mile and a half 
from Straitsville, Sous County), about 140 car-loads of coal 
daily over the new Newark, Somerset & Straitsville Railroad, 
now called the Straitsville Division of the Baltimore & Ohio, 
which was completed to that place only a year ago. 

_-The earnings of the St. Louis & Iron Mountain Railroad for 
the second week in June were : 1873, $56,510 ; 1872, $44,147 ; in- 
crease, $12,363, or 28 per cent. 

~The earnings of the Grand Rapids, Newaygo & Lake Shore 
Railroad from September 12, 1872, when the road was opened, 
to May 30, 1873 (eight months and 18 days), were as follows: 


WS. acca foe oun caaus phutectcatnasehed ankaecnauitnes $72,589 43 
PASSODBSAS. .0006sccceeee SEE ES Pi ee ny 35,432 55 
PN ok KcdabechGhes ase ReeeF Re aeknnccoKcancsacane 12,227 50 
BEXpress, OG. .....cccvscecceccescccscccccseces piasaenesnana 758 80 

Total ($3.361 per mile)....... eddies Naekensbenneeaimie $1210 8 23 
Expenses (5296 per Cemt.). .c.....ccccccccccscccccccccccces 63,319 15 

Net earnings ($1,602 per mile)...............00..ssee0e $57,689 13 


—The earnings of the Erie Railway for the week ending June 
23 were : 1873, $482,238 ; 1872, $453,807; increase, $28,431, or 
63 per cent. 

—At Straitsville, Ohio, an average of 115 car loads of corn 
daily is shipped by the Straitsville Brauch of the Columbus & 
Hocking Valiey Railroad by four mining companies, and a fifth 
expects to begin shipping 15 car-loads daily this month. The 
road has been open less than three years. 

—The earnings of the Philadelphia & Erio Railroad for the 
month of May were: 1873, $376,130; 1872, $353,856 ; increase, 
$22,274, or 6} per cent. 

—The earnings of the St. Louis & Iron Mountain Railrcad 
for the first week in June were: 1873, $50,180 ; 1872, $48,412 ; 
increase, $1,768, or 3§ per cent. 

—The earnings of the St. Louis & Southeastern Ruilway 
(consolidated) for the second week in June were $29,964. Tue 
earnings of the St. Louis Division for the week were : 1873, 
$18,276.48 ; 1872, $11,898.53; increase, $6,377.95, or 53} per 
cent. 

—The earnings of the Milwaukee & St. Paul Railway for tho 
third week in June were: 1873, $216,604; 1872, $137,398 ; in- 
crease, $79,206, or 57} per cent. 

—The Rockford, Rock Island & St. Louis earned in the 
month of March last, from freight, $59,395.51 ; from passen- 
gers, $18,548.64; from express, mails, etc., $4,063.28 ; total, 
$82,006.43. The working expenses for the mouth were $50,- 
623.08, leaving $31,383.35, from which $12,905.74 was paid for 
rents and taxes, leaving a balance of net earnings of $18,477.61. 
For the 21 months ending with March, the earnings, $1,821,- 
652.52; the expenses, rents and taxes, $1,411,736.41, or 774 per 
cent., and the net earnings, $409,916.11. This gives gross earn- 
ings at the rate of $304 per mile and the net earnings $61 per 
mile for last March, the average for the 21 months having been 
$321 gross aud $72 net per month per mile. 








PERSONAL. 





—Mr. J. E. Gregg, formerly President of the Wilmington 
& Manchester, and later a director of the Wilmington, Colum- 
bia & Augusta Railroad Company, died at Mars Bluff, 8. C., 
June 15. - 

—Mr. David Webb, Passenger Agent of the Baltimore & Ohio 
Railroad at Columbus, Ohio, was killed by an explosion of fire- 
works in a carriage in which he was riding on the 28th ult. 








CHICAGO RAILROAD NEWS. 


Chicag & Alton. 


The board of engineers appointed by the War Department to 
determine the site of the bridge across the Mississippi at Lou- 
isiana, Mo., left St. Lcuis June 25. The board consists of Gen. 
J. H. Simpson, Superintendent of Western River Improvements 
and the ranking engineer ; Gen. Godfrey Weitzel, of Detroit, 
Col. W. 8. Merrill, of Louisvilie, and Major Suter. 

The site chosen by the railroad company is about 3,500 fect 
below the steamboat landing. This site, it is claimed by the 
river men, will present many obstacles to navigation, as at that 
point the channel is continually shifting. The location desired 
by the steamboat men is some 2,000 feet above the landing, or 
over a mile from the site chosen by the railroad company. At 
this last point the channel runs close to the Missouri shore, 
and, they say, the bridge will present the least obstacle to 
navigation. ‘The railroad company, on the other hand, objects 
to this location, on the ground that some heavy cutting will be 
required to reach the western end of the bridge, and that the 
road will have to be carried across nearly all the streets of the 
town of Louisiana. 


Chicago, Burlington & Quincy. ) 

The contracts for the new shops at Aurora were to be let this 
week. The plans are all perfected and work is to commence 
forthwith. The new poy will be of brick, stone, iron and 
slate, and are designed to be fire-proof. They will comprise a 
shop for the construction of passenger cars, 310 feet in length 
by 8v feet in width ; another shop of the same dimentions ‘or 
the construction of freight cars; a building 300x80 feet in size 
for wood working, and one 200x80 feet in size for a blacksmith 
shop and locometive construction department. The walls are 
to be of brick and the roofs of slate. 


Chicago & Northwestern. 

Tunnel No. 3, near Sparta, Wis., which is 1,080 feet in length, 
is advancing rapidly. The tunnet is opened through and the 
workmen are now enlarging it to the required size and finishing 
the road-bed. Tracklaying is soon to be commenced from 
Sparta eastward, and from above Elroy westward. It is ex- 
pected that the road will be inrunning order by September. 

Several lines have been surveyed for a branch from Winona 
Junction, or Onalaska, to La Crosse. The distance is three or 
four miles. me 

Milwaukee papers report that there was no probability that 





the company will construct the proposed line from Lodi east to 
Milwaukee, or that from Sparta to La Crosse. 


Chicago, Danville & Vincennes, 


In the case of this company against the City of Chicago, in 
the Circuit Court at Chicigo, June 24, it was decided that the 
city should be restrained from interfering with the company in 
relaying the track at the intersection of Curtis and Carroll 
streets, which was torn up some time since by the city authori- 
ties. The company, however, is required by the order of the 
Court to notify the Board of Public Works of the time when 
they shal: proceed to lay the track and ask for their instructions, 
and if the Board shall instruct the company howto proceed, the 
company shall follow such instructions, or shall apply for fur- 
ther orders to the Court before proceeding to relay the track. 

fhe company subsequently notified the Board of Public 
Works that the work of relaying the track would be com- 
menced atl P.m.,June 23, The Board having neglected to 
give instructions at thattime as to the manner ia which the 
track should be laid, aad having subsequently refused to give 
any such instructions, application was made to the Court. The 
Court ordered that the company be allowed to relay the track 
without instructions from the Board, said track to be laid in 
accordance with the ordinance of the Common Council of the 
City of Chicago, entitled, **‘ Au ordinance concerning the Co- 
—— Chicago & Indiana Central Railway,” approved April 
2, 1872. . 


OLD AND NEW ROADS, 








Lewisburg Center & Spruce Oreek. 

Arrangements are to be made at once for the laying of track 
on this road from its present terminus at Mifflinburg, Pa., 
westward to Laurel Run, a distance of nine miles. Work is 
also to be commenced on the western end of the road, on a sec- 
tion of 18 miles from ‘l'yrone to Pennsylvania Furnace. The 
road is to extend from Lewisburg Junction on the Philadelphia 
& Erie, southwest to the Pennsylvania road at Tyrone, about 90 
miles. ltisin operation from Lewisburg Junction to Mifflin- 
burg, 11 miles. It is leased by the Pennsylvania Railroad 
Company. 
St. Louis & Mexican Gulf. 


The incorporators, under the Texas charter, of this com- 
pany met in St. Louis, June 25, and organized the company by 
the election of a board of directors and other officers. The line 
of the road is to be from Sabine Pass, Tex., northward through 
Beaumont, and thence northwest through Hardin, Tyler, Na- 
cogdoches, Rusk, Upshur, Wood, Titus and Hopkins counties 
to Paris, in Lamar County. At Paris connection will be made 
with the road to be built from Springfield, Mo., southwestward 
through Arkansas and the Indian Territory by the St. Louis & 
Mexican Gulf Company ot Missouri. 


Indianapolis, Pennsylvania & Chicago. 
Reports are current that this road is shortly to be leased to 
the Pittsburgh, Cincinnati & St. Louis Company. 


Lancaster & Reading Narrow Gaugs. 

New surveys have been made for the extension of the Quar- 
ryville Branch. The new line, which is about nine miles long 
from Quarryville, passes down Conowing» Creek and makes a 
junction with the Peachbottom road near Fulton House. 


Rochester & Pine Creek. 


Some seven miles of the grading between Hornellsyille, N. 
Y., and Greenwood are completed. 


Washington Oity, Virginia Midland & Great Southern. 
The tracklayers on the extension from Lynchburg, Va., to 
Danville have reached a point seven miles south of Lynch- 


burg. It is expected that tho work will be completed by 
October. 


Shenandoah Valley. 


It is said that a connection is to be made at the northern end 
of the road with the Martinsburg & Potomac Railroad. 


Woodstock. 


The town of Woodstock, V$., has voted to guarantee the in- 
terest on $250,000 of the bonds of the Woodstock Railroad Com- 


any. The road is to be 14 miles long from Woodstock east to 
hite River Junction. 


Galveston, Harrisbure & San Antonio. 

The work on the new bridge over the Colorado at Columbus, 
Tex., has been much delayed by high water. Tracklaying west 
from Columbus, which had been commenced, has been discon- 
tinued on account of the heavy rain. 


Santa Oruz. 


The certificate of incorporation of this company was filed 
with the Secretary of State of California, June 18. The road 
will be about 40 miles long, and will extend from Pajaro Station, 
on the Southern Pacific, northwest along the coast to the 
northerly line of Santa Cruz County at the Rancho Point Ano 
Nueva. The capital stock is to be $1,000,000. 


Western Maryland. 


_ Some three miles of the extension from Hagerstown to Wil- 
liamsport is graded, and the work on the rest of the line is 
nearly finished. 


Milwaukee & Northern. 


The Secretary of War has approved the location of the bridge 
over Fox River, at Green Bay, Wis., and work is to be com- 
menced at once. 


8t. Louis County. 


Work on this new narrow-gauge road was begun June 26. 
The road is intended mainly for suburban travel and is to ex- 
tend from St. Louis westward through Des Peres and Man- 
chester to Glencoe, a distance of about 30 miles. 


Southern Minnesota. 


Some weeks ago application was made to the United States 
Circuit Court at Des Moines to allow the Receiver of this road 
to contract with certain parties to build a bridge across the 
Mississippi at La Crosse, and to bind the Southern Minnesota 
Company to use the bridge for a certain period of time. The 
applicants were directed to draw up a form of contract and 
submit it to the court. Subsequently a number of the bond- 
holders (among them Alexander Mitchell and Russel Sage) 
asked to be admitted to the suit for the purpose of opposing 
the execution of any such contract. The court granted the 
application and admitted the bondholders for the special pur- 
pose of opposing the contract. 


Meeting of General Superintendents and Ticket Agents. 

A meeting of general superintendents and ticket agents was 
heldat the Southern Hotel in St. Leuis, June 27. Mr. J. C. Me- 
Mullin, General Superintendent of the Chicago & Alton Railroad 
presided, and C. B. Peck, Acting General Superintendent of the 
Leavenworth, Lawrence & Galveston Railroad, was chosen Sec- 
retary. The other parties present were: J. Charlton, General 
Ticket Agent Chicago & Alton; O. 8. Lyford, General Superin- 
tenden Hannibal & St. Joseph ; John E. Simpson, General Su- 
perintendent of St. Louis, Vandalia & Terre Haute and Charles 
E. Follet, General Ticket Agent same road; 8. F. Pierson, Gen- 
eral Ticket Agent and ©. ©. Cobb, General Passenger Agent 





of Indianapolis & St. Louis ; Samuel Stevenson, General Ticket 











Agent Cincinnati, Hamilton & Dayton; OC. C. Smith, General 
Superintendent and W. F. White, General Ticket Agent Atchi- 
son & Nebraska; B.S. Henning, Gencral Superintendent Mis- 
souri River, Fort Scott & Gulf; W. F. Downs, General Superin- 
tendent Central Branch Union Pacific ; John W. Brown, Gener- 
al Ticket Agent Indianapolis, Bloomington & Western; L. D. 
Tuthill, General Superintencent St. Joseph & Denver City; D. 
W. Hitchcock, General ’assenger Agent Chicago, Burlington & 
Quincy; A. A. Taimage, General Superintendent and E. A. 
Ford, General Passenger Agent Atlantic & Pacific; W.C. Van 
Horn, General Superintendent St. Louis, Kansas City & North- 
ern; Thomas Dorwin, General Passenger Agent, Missouri, Kan- 
sas & Texas; H. S. DePew, General Passenger Agent Cairo 
Short Line; 8S. F. Alexander of the Cairo Short Line; W. P. 
Davenport, General Ticket Agent St. Louis & Southeastern ; 
John 8. Cooke, General Ticket Agent and A. A. Chrystie, of the 
Peoria, Pekin & Jacksonville; R. T. Brydan, General Ticket 
Agent of the Ohio & Mississippi. 

Mr. A. A. Talmage, Superintendent of the Atlantic & Pa- 
cific Railroad, stated the object of the convention. He said 
that it was necessary to consider the free-pass system with a 
viow to taking some action similar to that adopted at the late 
railroad conventions in Chicago. But the principal subject 
would be a classification of freight for tariff purposes to be 
adopted between points east and west of the Mississippi River. 
The present diversity among different roads causes much trouble 
to shippers. One road classifies one kind of freight as first 
class, while another designates it as second class, so that ship- 
pers have no reliable data on which to estimate ficight rates, 
and the railroads are subjected to awkward disputes as to 
charges. ‘The question of commissions on passenger tickets 
sold by the various ticket agents for other roads than their 
own was another matter for cunsideration. 

After the conclusion of Mr. Talmage’s remarks a discussion 
ensued upon the commission business. The subject of com- 
missions was referred to the general passenger agents, as @ 
committee. There was considerable discussion on the pass 
question, but the convention, without taking any definite action, 
adjourned, to meet again July 24. 


Des Moines Valley. 


In the Circuit Court at Des Moines, Ia., June 25, Judge 
Mitchell sustained the motion for the issue of an execution tor 
tho sale of this road. In compliance with this the Sheriff of 
Polk County advertises the road to be sold at public sale on the 
25th of July. The sale will be absolute and of the entire prop- 
erty of the company, including the land grant. 


Wisconsin Central. 

A contract for the bridge work on this road from the present 
northern terminus to Ashland has been let to J. M. Bohrer, of 
St. Paul, Minn. The work is to be completed this season. 


Burlington, Oedar Rapids & Minnesota. 

The men in the shops of this company in Burlington, Ia., 
struck recently to obtain two months’ back pay due them from 
the company. The matter has been adjusted. 

Railroad Taxation in New Jersey. 

The various companies whose roads pass through Hudson 
County have made their returns to the State Commissioner of 
Railroad Taxation. Complaint is made in all cases that the 
county assessors have put the railroad property at its iull 
value, while private property is only assessed at about two- 
thirds of its value. The valuations made by the county asses- 
sors will probably be cut down considerably by the State Com- 
missioner. 

The Pennsylvania, Railroad Company filed objections to the 
whole proceedings and to the law itself. Even if taxes are paid 
on the rest of its property, it claims exemption for the Har- 
simus Cove property, under the agreement by which the Juint 
Companies purchased that property from the State. 


North River. 


Work on this road was commenced near Bridgewater, Va., 
recently. The road is to extend from Bridgeport, in Rocking- 
ham County, southeast to Port Republic, a distance of about 
18 miles. It will cross the Valley Raiiroad about 12 miles from 
Bridgewater and seven miles southwest of Harrisonburg. 


Indianapolis. Bloomington & Western. 

The Bloomington (I#.) Pantagraph says that this company 
has contracted with C. Keyes, of Carlinville, Ill, a well-known 
hedge grower, for the hedging of its lines with Osage hedges. 
Union Pacific. 

The following circular, datod Boston, July 1, 1873, has been 
published: 


“This company having been enjoined yesterday afternoon, at 
the suit of the United States, from paying, or permitting to be 
paid, the interest due this day on those of its first mortgage 
bonds which were distributed as dividends or allotments ot tie 
profits to shareholders of the company, either directly by the 
company itéelf or indirectly through or by the seven trustees 
under the Oakes Ames contract or Davis contract, or through 
or by the Credit Mobilier of America, and which bonds remain 
in the ownership, custody or control of any stockholder, person 
or — to whom they or any of them were distributed or 
allotte 

“Notice is hereby given that each party presenting first- 
mortgage coupons for payment will be requested to state who 
are the owners thereof, and if the same belong to the classes 
of bonds above described, then whether said bonds or the said 
coupons, or either of them, remaiu in the owuership, custody, 
or control of the persons or companies above described, or 
either of them. All coupons not eojoined as above will be 
paid on and after the 3d inst. 

** By order of the Executive Committee of the Union Pacific 
Railroad Company. E. H. Rouurys, Treasurer.” 

It is stated that the entire amount of first-mortgage bonds is 
$27,237,000, and it is estimated that fully $26,000,000 are in the 
hands of innocent holders, who of course cannot be deprived of 
their rights in any court of law. 


Pennsylvania—New York Division. 
On the new time table, which took effect June 30, the long 
romised newspaper train appears as a ‘ mail train,” leaving 
New York 3.30 a. m., and arriving in West Philadelphia, 6.57 a. 
m. The ‘Owl Line,” which for many years has left New York 
for Philadelphia at midnight, bas been made a local train and 
will hereafter run only to Trenton. 

Work on the new shops west of the Hackensack River is pro- 
gressing somewhat slowly. A number of new locomotives trom 
the Altoona shops have been put on the division, including 
some anthracite burning passenger engines. 


Southern Pacific, of California. 


The board of supervisors of San Francisco has passed an or- 
dinance granting to this company the use of a portion of Louis- 
iana street, along the water front of Mission Bay, fora term of 
twenty-five years. 

The Secretary of the Interior has decided that the lands in 
the San Francisco land district, originally included in the with- 
drawal of January 30, 1865, for the benefit of the Central Pacific 
Railroad Company, afterward rejected from their grant, but 
since embraced in the withdrawal tor the Southern Pacific Rail- 
road Company, under the Act of July 27, 1866, do not inure to 
said latter company under their grant, and that the undisposed 
of lands will again be restored to pre-emption and homestead 
entry. The lands thus restored lie between the city.of San 
Jose and the town of Gilroy, in Santa Clara County, commencing 
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right at the former and extending within a few miles of the 
latter. These lands amount to about 500,000 acres. 


Toledo, Wabash & Western. 


The Quincey (Lil) Whig, of June 28, gives a statement made 
by Colonel R. Andrews, Chief Engineer of the road, on a recent 
visit to that town. He denied th: statement that the company 
intended to abandon Quincy or to run its trains into the city 
from the southward. The contract with the Chicago, Burling- 
ton & Quincy for the use of the track from Camp Point to 
Quincy is perpetual, but the present terminal facilities are not 
sufficient, and the company only desires to obtain from the city 
the right of way from the present depot to the property re- 
cently purchased in the southern part of the city. He also 
stated that the heavy grades (90 to 116 feet per mile) on the 
Hannibal & Naples line would prevent tbo company from car- 


rying its through business by thatline, if no other objection 
existed. 


Indianapolis Stock Yards. 


A company with a capital of $600,000 has been organized for 
the purpose of building extensive stock yards at [ndianapulis. 


Nashua & Rochester. 


A bill has passed the New Hampshire Senate which author- 
izes this company to issue 6 per cent. bounds to an amount not 
exceeding $700,000, the bonds not to have more than 20 years 
torun. They are to be secured by a mortgage of the road or 
any of its property, but are to be subjected to a mortgage 
already held by the Worcester & Nashua Company and to the 
payment of dividends to the stockholders as —— 4 cme Pa 
The interest of the bonds is to be guaranteed by the Worcester 
& Nashua Railroad Company. 


Albany & Susquehanna. 

The work of reducing the gauge of the Cherry Valley Branch 
from 6 feet to 4 feet 8} inches was performed Sunday, July 29, 
in about six hours. The branch extends from Cobleskill (45 
miles southwest of Albany) west to Cherry Valley, and is about 
233 miles long. 

New Jersey Southern. 

By a circular dated May 22, the privilege was ofiered to the 
stockholders of subscribing for $1,000,000 consolidated 7 ver 
cent. mortgage bonds, in proportion to the stock registered in 
their names June 10. The company now announces that this 
privilege is to be extended to July 15, many of the stockholders 
having failed to receive notice in time. The bonds are offered 
at 80, and are to be paid for in three installments : 30 per cent. 
July 21; 30 per cent. August 15; 40 per cent. September 15. 
For each $1,000 bond the subscriber receives, in addition to 
the bond, a dividend of 10 shares of stock, convertible into New 


Jersey Southern stock at par, when the proposed consolidations 
are completed. 


Pennsylvania—Amboy Division. 

Extensive improvements are being made at South Amboy in 
the way of new wharves, trestle works, etc. It is intended to 
make the coal depot at that place one of the largest in the vi- 
cinitv of New York. A separate track has been laid for passen- 
ger trains, so that the freight and coal switching will not inter- 
fere with the passenger traffic. 

The second track on the Amboy Division is completed to Old 
Bridge, eight miles from South Amboy. Work on its extension 
further is progressing. 


New Haven, Middletown & Willimantic. 

The Connecticut Railroad Commissioners have inspected 
this road and given permission to ran passenger trains over the 
whole length of the line. The only obstacle now existing to 


the opening of the road appears to be the want of the necessary 
equipment. 


Pacific Mail. 


Mr. Edwards Pierrepont, counsel to the company, has pre- 
sented an opinion to the board of directors to the effect that 
bonds could not be issued, and the money required by the com- 
pany must be borrowed by pledging its property. 


Long Island. 


Work has beenresumed on the Flushing Branch, and it is 
said that it will be completed this season. 


Meetings. 


The Gilbert Elevated Railway Company meets to choose di- 
rectors at No. 149 Broadway, New York, at noon, July 7. 


Contracts. 


Proposals for building 40 miles of new post and board fence 
on the line of the New York Central & Hudson River Railroad 


will be received by J. Wardel, agent at Fonda, N. Y., until 
July 10. 


Grand Trunk. 
The Maine Railroad Commissioners have recently made an 


official inspection of that part of the road whichis in Maine, and 
report it in good condition. 


Oonnecticut & Passumpsic Rivers. 
The car-house and wood-shed at Rock Island, Vt., were de- 


stroyed by fire on the night of Juno 13, with a locomotive, one 
passenger car and 350 cords of wood. 


Boston, Barre & Gardner. 


The company has voted to accept the act passed by the 
Massachusetts Legislature, authorizing an issue of $400,000 
new mortgage bonds. 


Rahway. 


A company by the name of the Rahway Railroad Company 
has been organized under the general railroad law to build a 
railroad about two miles lon: from Rahway, N. J., northeast 
to a junction with the New Jersey Central’s Long Branch line 
near Morse’s Mills. The capital stock is to be $50,000, a large 
part of which has already been subscribed. 


South Side, of Long Island. 

Work is progressing on the extension of this road from the 
present terminus at Patchogue eastward to Quogue. The ex- 
tension will be about 15 miles long and will intersect the Sag 
Harbor Branch of the Long Island road near Speonk, five miles 
west of Quogue. 


Northern Pacific, 


A correspondent of the New York Tribune, with the expedi- 
tion which is to survey the route west of the Missouri, writes 
as follows of the work begun and intended : 

“Tn 1871, a preliminary survey was run clear across the con- 
tinent. The survey, in 1871, commenced at the mouth of the 
Heart River, opposite Bismarck, on the Missouri, and pro- 
ceeded 150 miles west. From there it descended to the Little 
Missouri River, following a stream which was named Andrews 
Creek. Following down the Little Missouri five miles, they 
took another stream called Davis Creek, and followed it about 
21 miles across the divide between the waters of the Little 
Missouri and Glendive Creek. They followed the Glendive to 
the Yellowstone, on the 47th parallel, which ended the survey. 

‘*Last year they began the survey about 75 miles west of the 
Missouri, anu bore to the southwest, leaving the line of the 
previous year a distance in the aggregate of forty miles north, 
and made their objective point the Yellowstone, at the mouth 
of the Powder River. On the return trip the survey was made 
exhaustive. This route was rejected, however, by the Board 
of Directors as impracticable, 


“This year it is expected that a decided location of the line 
will be made from the Missouri River to the mouth of Glendive 
Creek. The survey will be continued up the Yellowstone. A 
large portion of the country from Washington Territory east 

as been surveyed. The eastern and western surveys are 
about 150 miles ap rt. Itis the programme now to follow up 
the Yellowstone and Prvor’s rivers and cross the divide between 
the Yellowstone and Miss uri Rivers to the Musselshell River. 
Following that on a lise due east, they will connect the two 
surveys from Puget Suand to Lake Superior.” 


Dividends. 


The Philadelphia & Reading Railroad Company will pay the 
usual half-yearly dividend of 5 per cent. on common and pre- 
ferred stock July 23. Books were closed June 30 and will be 
reopened July 24. 

The Rome, Watertown & Ogdensburg Railroad Company will 
pay a balf-yearly dividend of 34 per cent. July 15. 

The Eastern Railroad Company declared a dividend of $3 per 
share, payable July 14. 

The Portsmouth, Great Falls & Conway Railroad Company 
(whose road is leased by the Eastern C »inpany) will pay a divi- 
dend of $3 per share, July 14. 

The New York, Providence & Boston Liilroad Company has 
declared a quarterly dividend of 2} per ceut.., payable Julv 10. 

The Lehigh Valley Railroad Company will pay a quarterly 
dividend of 2} per cent. July 15. Ladies holding stock will be 
paid their dividends July 14. 

The Central Railroad of New Jersey pays a half-yearly divi- 
dend of 4 per cent. July 21. Transfer books will be closed 
trom the 7th to the 22d. 

The Houstonic Railroad Company has declared a dividend of 
$4 per share, payable at the Lreasurer’s office, Bridgeport, 
Conn., July 15. 

La Crosse Bridge. 

The Secretary of War, after hearing arguments, has decided 
to order the location of the bridge which the Milwaukee & 
St. Paul Company proposes to build across the Mississippi at 
the place originally chosen by the Government engineers, ai- 
rectly opposite La Crosse, Wis. The revort of the board of en- 
gineers was made a year ago, but the company having chosen a 
site for their bridge about two miles above La Crosse, appealed 
from the decision of the board. The decision of the Secretary 
is made on the ground that a bridge built at the place chosen 


by the railroad company would be a serious obstruction to navi- 
gation. 


Burlington, Oedar Rapids & Minnesota. 

The Milwaukee Branch is now completed from Cedar Rapids, 
Ta., to Independence, 39 miles from Cedar Rapids and 20 miles 
beyond Center Point, the winter terminus. Trains commenced 
running to Independence, June 27. On the northern end the 
branch was completed last year from Postville, the junction 
with the Iowa & Minnesota Division of the Milwaukee & St. 
Paul, to West Union. About 35 miles of road remains to be 
built to fill up the gap between Independence and West Union. 


Montclair. 


Several of the trains of this road have been attached by the 
sheriffs of Hudson and Essex counties, New Jersey, in actions 
for debt brought against the company. The trains were al- 
lowed to continue their trips, a deputy sheriff being placed in 
—- of each train to see that it was not carried out of the 

tate. 

The bondholders have caused notice to he served on the sher- 
iffs that the rolling stock is the Pat of the bondholders 
and not the company. It is siid that the company will be 


ee into bankruptcy and that the road will probably be 
sold. 


Vermont Central. 

After the adjourned hearing of the 
Central Vermont Company receivers of this road, the Court 
decided to grant the petition. The objection having been 
raised that the organization of the Central Vermont Company 
was not legal, the Court decided that it had been properly or- 
ganized, in accordance with the act of the Legislature, which 
act also gave the new company power to act as receiver. The 
order of the Court, as made, passes the property over to the 
Central Vermont Company, providing that the receivers and 
managers shall settle and pass their accounts, making Hon. D. 
A. Smalley, of Burlington, a Special Master to hear and report 
upon allclaims and demands against the present receivers, 
and appoints the Central Company as managers, requiring 
them to pay all debts and liabilities and to manage and operate 
the railways subject to the orders of the Court. 

The amount of the bonds to be given by the new company 
was not fixedin the order. After discussion by counsel, the 
Chancellor fixed the amount at $1,000,000, conditioned for 
faithful performance of duties as receivers and managers. 

The order was not signed, but was left for counsel to make 
suggestions upon the minor points. 

The order does not give the new receivers power to take 
lease’ of the Sullivan, New London Northern and Montreal & 
Vermont Junction railroads; that part of the prayer of the 
petition was denied. 


Dividends, 


F _— Philadelphia, Wilmington & Baltimore pays 4 per cent. 
uly 3. 


The Berkshire Railroad pays a quarterly dividend of 1} per 
cent. July 10. 

The Michigan Central pays 3 per cent. July 7. 

The Eastern, of Massachusetts and New Hampshire, pays 3 
per cent. July 15. 

July 1, the Granite Railway paid 4 per cent., the Old Colony 
3} per cent., the Boston & Lowell 4 per cent., the Portland, 
Saco & Portsmouth 5 per cent., the Chicago, Iowa & Nebraska 
4 ey cent., the Concord & Portsmouth 34 per cent., the Pitts- 
field & North Adams 8 per cent., the Taunton Branch 4 per 
cent., and the Providence & Worcester 5 per cent. 

The Lake Shore & Michigan Southern has declared the 
usual half-yearly dividend of 4per cent., payable August 1. 


New Issues of Bonds in the Market. 

The Chicago & Canada Southern offers through Leonard, 
Sheldon & Foster and Winslow, Lanier & Co., ot New York, 
$5,000,000 of 7 per cent. gold bonds, coupon and registered. 

The New Jersey Midland asks bids until noon of July 8 for 
$600,000 consolidated mortgage 7 per cent. gold bonds, having 
50 years to run. 

The Toledo, Wabash & Western offers, through Winslow, 
Lanier & Co, and Perkins, Livingston & Post, of New York, 
$1,000,000 of a new issue of $5,000,000 of 7 per cent. gold bonds 
having 20 years to run. 

The Jacksonville, Northwestern & Southeastern Railway Com- 
pany, of Illinois, offers through Gibson, Casanova & Co., New 
York, $2,500,000 of first mortgage 7 per cent. gold bonds at 90, 
the issue being at the rate of $20,000 per mile. 

The Burlington, Cedar Rapids & Minnesota offers the balance 
of an issue of first mortgage 7 per cent. gold bonds at the rate 
of $20,000 a mile on the Milwaukee Division. 

The Central Railroad and Banking Company, the Macon & 
Western Railroad are we and- the Southwestern Railroad 
Company of Georgia (all of which have long paid dividends of 
from 8 to 10 per cent. yearly) ask pro ls for $2,000,000 of 
= first mortgage 7 per cent. bonds, having 20 years to run, 

ing part of an authorized issue of $5,000,000, which would be 
at the rate of about $7,000 per mile. Proposals will be received 
at the National City Bank of New York until July 16, 


etition to appoint the 








The St. Louis & Southeastern offers the balance of an issue 
at the rate of $20,000 per mile, of first-mortgage, seven per 
cent. gold bonds, running till 1902, at 90 and interest, through 
George Opdyke & Co. and Winslow & Wilson, New York. 

The Chesapeake & Ohio offers, through Fisk & Hatch, New 
York, at 90, an iesue of 7 per cent. gold bonds secured by a first 
mortgage on an extension to be made from Richmond to Ches- 
apeake Biv : also at 88, the 6 per cent. gold bonds secured by 
first mort :age on the completed road. 

The Indianapolis, Bloomington & Western offers, through 
Turner Bros., New York, an issueof 7 per cent. gold bonds, 
secured by a mortgage on the new Western Extension, at 90. 

The Lake Shore & Michigan Southern offers, through Robin- 
son, Chase & Co., New York, an issue of $6,000,000 7 per cent. 
sinking fund bonds, one-tenth to be retired annually, at 94. 

The Milwaukee « Northern offers, through Vermilye & Co. 
and Greenleaf, Morris & Co., New York, an issue of first-mort- 
gage 8 per cent. bonds at 90. 

The Lamoille Valley, the Essex County, and_the St. Johns- 
bury railroad companies, forming the Vermont Division of the 
Portland & Ogdensburg Railroad Compauy, offer through E. & 
T. Fairbanks & Co., of St. Johnsbury, Vt., Fairbanks & Co., of 
New York, and Fairbanks, Brown & Co., of Boston, an issue of 
first-mortgage sinking-fund gold bonds at the rate of $20,000 
per mile at 90. . 

The Northern Pacific offers the balance of its issue of 7.3 per 
cent. first-mortgage gold bonds, issued at the rate of $50,000 
per mile, at par, through Jay Cooke & Co. 

The Logansport, Crawfordsville & Southwestern offers through 
Jones & Schnyler, New York, first-mortgage 8 per cent. gold 
bonds issued at the rate of $16,009 per mile. 

The South Side Railroad Company of Long Island offers, 
through Jacob R. Shepherd & Co., New York, its 7 per cent. 
first-mortgage bonds, due in 1892. 

The Central Extension Railroad Company of Long Islard 
offers $200,000 for first-mortgage 7 per cent. bonds running ti: 1 
193 at 90 and interest, through Knoblauch & Lichtenstein, 
New York. 


Peoria, Atlanta & Decatur. 
The work of tracklaying has been commenced on this road. 


A considerable quantity of iron is already on the ground ready 
to be put down. 


Augusta & Hartwell, 

Surveys are being made for an extension of this projected 
road from Petersburg, 8. C., northwest to Andersonville, and 
thence northward to Seneca Citv, the crossing of the Blue 
Ridge and Atlanta & Richmond Air Line roads. 


Washington, Cincinnati & St. Louis. 


The town of Harrisonburg, Va., has voted a subscription of 
$25,000 to this projected narrow-gauge road. 


Cumberland & Ohio. 


At the annual meeti:g of the stockholders of this company 
held in Lebanon, Ky., recently, it was reported that since the 
last meeting Jefferson county, Ind., had subscribed $200,000 to 
the road, which, with $100,000 subscribed by Trimble county, 
Ky., was to be applied to the construction of a road from a 
point on the Ohio opposite Madison, Ind., southward to a con- 
nection with the Louisville, Cincinnati & Lexington, a distance 
of about 18 miles. The subscriptions to the line from the Ohio 
River south to Gallatin, Tenn. (220 miles), amount to a total of 
$3,350,000, or about $15,000 per mile. A proposition to sub- 
scribe $400,000 is now pending before the people of Davidson 
county, Tenn., in which Nashville is located, to extend the line 
of road from Gallatin to Naghville direct. Should this be 
voted in August, the time appointed for the election, it will 
extend the average of $15,000 per mile to Nashville, 245 miles 
from the Ohio River. ; 

Work on the grading has been prosecuted between Eminence, 
Ky., and Gallatin, Tenn. From present appearance the com- 
pany hopes to complete and have ready for operation within a 
year the sections from the junction with the Louisville, Cin- 
cinnati & Lexington road south to Taylorsville (35 miles) and 
from Lebanon, Ky., southwest to Greensburg, 30 miles. The 
construction of the remainder of the road can then be pushed 
for ward. 

The total expenditures and liabilities up to April 30, 1873, 
were: 


For construction of road-bed proper..........-+-----+++++ $331,882 20 


Engineering account for construction.... ...-......---+-+ 13.516 08 
Engineering account for locating road.........-.--..---- 21,341 89 
General expense ACCOUNL........--.-- 2 eee eee ee ee een eee 23.267 19 

WOR. ccnccccccendodocccsccscse cscdorwapucsiscaee’ $390,007 36 


American Oentral Telegraph Company. 

This company was recently organized at Davenport, Ia, The 
capital stock is to be $1,000,000, of which 5 per cent. is to be 
paid in at once and the rest in instaliments as called for. 
Edwin 8. Chamberlain, G. A. Rhodes, Jr., and A. C. Stedman 
are the directors for the first year. 


New Mail Route. 

Postal service has been ordered on the Western Division of 
the New York & Oswego Midland Railroad from Freeville to 
Scipio, 29 miles, at $1,426 per annum. 


Atlantic & Pacific. 


The land sales for the month of May were 18,915 acres for 
$87,359.86, an average of $4.61 per acre, and 1244 town lots for 
$2,570, an average of $20.50 per lot; the total sales amounting 
to $89,929.86. The total sales for the five months ending May 
31 were 52,805 acres for $251,540.02. The company still has 
about 1,150,000 acreg of its land grant in Missouri unsold. 


Pacific, of Missouri. 


The machine shops at Jefferson City, Mo., are being removed 
from that place to Chamois. 


Warren, Ravenna & Oleveland. 

This company recently filed its certificate of incorporation 
with the Secretary of State of Ohio. The road is to extend 
from Warren, Ohio, west about thirty miles to Ravenna. The 
incarporators are H. B. Perkins, Jefferson Palm, G. O. Gris- 
wold, C. B. Wick, John F. Beaver, H. C. Ranney, H. L. Morri- 
son and A, T. Hubbard. 


West Wisconsin. 


The company having failed to comply with the act passed 
by the Wisconsin Legislature last winter, which required it to 
relay the track between Tomah and Warren’s Mills, taken up 
last fall, by June 1, suit is to be commenced for the forfeiture 
of its charter and franchises, as provided in the act. 


Railroads in Greece. 


The Levant Herald says: ‘‘ A surveying party, headed by Mr. 
Roussin, Engineer of the Enterprise Generale of Roumelian 
Railways, has just returned from Greece, where he has lately 
explored the country through which the railway from Athens to 
Lamia is destined to pass. The valleys of the Cephissus and 
Oropos and the plains of Livadia were visited in succession by 
the railway explorers, who after traversing the Pass of Ther- 
mopyle and the Valley Eilada (Spercus), finally reached Lamia. 
From thence they crossed the mountain chain which con- 
stitutes the frontier line between Greece and Turkey,and pene- 
trated into Thessaly as far as lake Nitziro, the survey covering 
altogether a distance of some 162 miles. On their return to 
Athens, the engineers traversed the coast of the Atlanta Chan- 
nel, passed throagh-the town of the same name and the valley 
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of Foulfoula, adjoining that of the Cephissus. Here they re- 
sumed their original route as far as ebes, and from thence 
continued their journey to Athens by way of Kassa Pass, Paleo 
Kontura, Mandra and Kentura—a ‘line of route somewhat 
shorter, but presenting much greater engineering difficulties 
than that which has been traced out of the projected railway 
through the Cephissus and Oropos valleys.” 


Baltimore Union Railroad. 

The Union Railroad, now nearly completed, is, in connection 
with the Baltimore & Potomac tunnel, an exceedingly import- 
ant work for the city of Baltimore, as it gives the railroad en- 
tering that city from the north a line to deep water. It extends 
from a junction with the Northern Central road near Charles 
street in the northern = of the city westward through a tun- 
nel 3,410 feet long, and then crossiug several streets on bridges 
turns southward and runs in a direct line to the wharves at 
Canton. The entire length of the road, including an eastward 
branch which connects with the Philadelphia, Wiimington & 
Baltimore, is 7} miles. It is double-track and laid with steel 
rails. The entire length of the tunnel is arched with brick, 
and only a small portion of it was drifted, most of it being con- 
structed by making an — cut, building the arch and then 
filling in. Ths road will be used as an outlet to tide-water by 
the Northern Central, Baltimore & Potomac, Western Maryland 
and Philadelphia, Wilmington & Baltimore roads, and 1t will 
also be used to transfer trains from the Philadelphia, Wilming- 
ton & Baltimore to the Baltimore & Potomac. At Canton, ex- 
tensive wharves and coal docks have been built and a large 
grain elevator has been constructed. 

The recent annual report of the Canton Company (which 
owns the wharfs and a largo extent of land at Canton immedi- 
ately adjoining thé southern line of Baltimore) gives a state- 
ment of the financial position of the company. The capital 
stock of the Union Railroad Company is $600,000 (5,940 of the 
6,000 shares being owned by the Canton Company) and there is 
a first mortgage of $900,000, of which $783,000 is guaranteed by 
the Canton Company and $117,000 by the city of Baitimore. 
There is also a second mortgage of $600,000, guaranteed by the 
Canton Company. This, with $200,000 due to the Canton for 
right of wav and depot and shop grounds. makes the whole 
cost of the Union Railroad $2,300,000, or $306,666 per mile. 
This makes it probably the most costly road in the United 
States, unless we count some of the great river bridges as 
roads. The only lines approaching it in cost being the Con- 
necting Railroad (a somewhat similar work, which connects the 
Pennsylvania Rrilroad at Mantua with tbe Phila- 
deiphia & Trenton at Frankford) and the Newaik & New 
York road, both of which, we believe, cost about $300,000 per 
mile. A sinking fund is provided for both classes of mortgage 
bonds. 

By its charter the Union Railroad Company is permitted to 
charge, a8 a maximum rate, ten cents per mile for passengers 
and five cents per mile for freight. At these rates it is esti- 
mated that the earnings will be amply sufficient to pay intcrest 
on the investment. 


The New Line from New York to Washington. 

The tunnel connecting the Northern Central and Baltimore 
& Potomac roads in Baltimore having been completed, the new 
line known as the ‘* Pennsylvania Air Line” from New York to 
Washington was opened June 29. By this route trains run over 
the old line as faras Philadelphia, thence over the main line 
and York Branch of the Pennsylvania road to York, Pa., thence 
over the Northern Central to Baltimore, and the Baltimore & 
Potomac to Washington. The distance by this line from New 
York to Baltimore is 242} miles and to Washington 282}, as 
against 188 and 228 miles by the old line, but it has the advan- 
tage of avoiding the tedious transfer of*trains through Balti- 
more by horse power. The trains are to be run at a high speed, 
making the same time as those on the old line, and it is prob- 
able that this route will have a fair share of thetravel. The 
roads composing the line are all either directly operated or con- 
trolled by the Pennsylvania Railroad Company. 

Two daily trains are run, leaving New York 8.50 a.m., and 8.20 
p.M., passing Philadelphia 11.20 a.m., and 11.05 p.m., arriving in 
Baltimore 4.20 p.m. and 4.35 a.m., and in Washington 5.45 p.m. 
and 6 A.M. 


Baltimore & Potomac Tunnel. ; 

The tunnel connecting the Baltimore & Potomac with the 
Northern Central Railroad in Baltimore was finally completed 
and opened for travel June 29. The whole length of the con- 
necting line, which extends from Gilmer street near the west- 
ern line of the city to North avenue at its northern boundary, 
is 7,519feet, of which 6,969 feet is tunnel, the remaining 550 
fect being open cutting. Of the tunnel, however, only 1,057 
fect were constructed by drifting, the remainder being built by 
ex:avating an open cut, constructing the arch and then filling 
in. The entire cent of the tunnel is arched with brick, backed 
up with rubble masonry, and in many places, where quicksands 
and springs were met with, an inverted arch had to be con- 
structed to protect the road-bed. The tunnel is built for a 
double track and is 27 feet wide, the arch being 22 feet high. 
Tae tunnel is not continuous, the two sections being separated 
by an open cutting 200 feet long, at which point a local passen- 
ger depot is to be built. j 

Work was commenced June 1, 1871, on the excavation, and 
on the masonry August 27 of the same year, the whole work 
having thus been completed in two years and one month. The 
cost of the whole work is estimated at $2,300,000. 

The track is laid with steel rails and ballasted with broken 
limestone. 


Toledo, Oanada Southern & Detroit. 

The track is now all laid from Toledo, O.,to Trenton, Mich., 
where the connection with the Canada Southern is made. On 
the line from Trenton to Detroit the work is being rapidly 
pushed forward. 


Texas & Pacific. 

The depots have all been located and_ towns laid out on the 
line from Longview to Dallas. The stations, with the distances 
from Longview, are: Awalts, 4 miles ; Gladewater, 12; Haw- 
kins, 20; Beulah, 52; Grand Saline, 60; Iola, 76; Elmo, 84; 
Terrell, 91; Brooklyn, 104; Mesquite, 112; Dallas, 124. 
Pacific, of Missouri. 

An ordinance is pending in the City Council of St. Louis re- 
quiring this-;company to take up the freight track in Poplar 
street from Ninth street to the levee, and also the track on the 
levee. 


Hudson Suspension Bridge & New England Railroad 


Company. ; : 

This company, which proposes to build a bridge across the 
Hudson River at Poughkeepsie, N. Y., is now making prepara- 
tions to begin active operations. It is stated that within a 
short time $1,200,000 has been subscribed to the capital stock, 
the whole amount being $3,000,000. A railroad is to be built 
from the western end of the bridge to a connection with the 
Erie at Turner's, and from tho éastern end to a connection 
with the New York & New England and the New York, Boston 
& Montreal railroads. 


Burning of Litchfield Oar Works. 

On the evening of June 27, the foundry of the car works 
at Litchfield, Ill., caught fire from some unexplained cause, and 
the foundry, machine shop, erecting shop and blacksmith shop 
were destroyed with a quantity of patterns, flasks and tools, 
a large amount of material, some unfinished cars. The loss 





to the Cer Company is estimated at $50,000,a large part of which | 
is covered by insurance. The buildings, which were not in- | 
sured, were owned by the Indianapolis & St. Louis Railroad 
Company and leased by the Car Company. 

The Litchfield Car Company. which has been in operation 
about a year, — some 250 men, and turned out about 
100 cars per month. 


Atchison, Topeka & Santa Fe. 

The Leavenworth (Kan.) Times says of the suit of Samuel 
Wood against this company, which is now pending in the 
Kansas courts : 

‘The petition recites that 8. C. Pomeroy, as President, and 
Willis Gaylord, Secretary of the Atchison, Topeka & Santa Fe 
(formerly the Atchison & Tepeka) Railroad Company, sold to 
plaintiff in January, 1867, all the stock owned by them in that 


company, amounting to $200,000; that in February, 1867, they | 


resigned, and plaintiff was elected a director, superin- 


tendent and attorney for the company; that he was the | 


owner of $100,000 stock of said company, ten per cent. 
of which, or $10,000, was paid in; that Pomeroy, 
assuming to be President, assigned the franchises and all prop- 
erty of said company to one Beach, of New York, without 
authority, that Beach reassigned the same to Gaylord, and he 
again transferred his right and title to the present railroad 
company, for which transfer of franchise they received $82,000 
in cash, $82,000 in bonds of Osage County, and 100,000 acres of 
Pottawatomie lands, the property of said company, worth 
$500,000. At the same time said company had a land grant of 
4,000,000 acres, worth $5,000,000, and county bonds voted in the 
sum of $1,000,000. The plaintiff further avers that the entire 
cost of building said need was not over $15,000 per mile.’ His 
share of the property plaintiff claims to be $666,500, for which 
he claims judgment.” 


Brownsville & Pittsburgh. 

It is proposed to builda railroad from Brownsville, Pa., on 
the Monongahela, about 56 miles from Pittsburgh, east to Lay- 
ton’s on the Pittsburgh, Washington & Baltimore. 
would be about 10 miles long and would pass through valuable 
coal deposits. ‘ 


Binghamton & Qanton. 

It is proposed to build a railroad from Binghamton; N. Y., 
southwest, crossing the Pennsylvania State line near Nichois, in 
Tioga County, crossing the Pennsylvania & New York road 
near Wysanking and the Susquehanna River at Towanda, and 


passing through Monroeton, the junction of the Sullivan & | 


Erie and Barclay roads, to Canton on the Northern Central, 
40 miles north of Wi'liamsport. The length of the proposed 
road would be about 68 miles. 


Eastern Ventral. 

This company, which filed its certificate of incorporation 
with the Secretary of State of Ohio June 27, purposes to build 
a railroad from Galion, O., southeast through Crawford, Mor- 
row, Richland, Ashland, Kuox and Holmes counties to Oxford, 
on the Pittsburgh, Cincinnati & St. Louis road. The road will 
be about 70 miles long and the capital stock is to be $1,000,000. 
The corporators are William Rogers, L. W. Payne, James 
Marshman, A. C. Squier, Jacob Riblet and 8S. G. Cummings. 


Erie. 
There have been many reports that another dividend on the 
common stock would soon be declared. It is also stated that 


the holders of preferred stock have taken legal advice in the | 


matter, and have determined to apply for an injunction re- 
straining the company from declaring any dividend upon the 
common stock until the rights of the preferred shareholders 
have been fully satisfied. Some of the preferred shareholders 
go so far as to claim that the directors are personally liable to 
them for the amounts of moncy paid over asa dividend upon 
the common stock ; but what foundation they have for such a 
claim does not appear. 


New York, Boston & Montreal. 

The following statement of the present condition of the unfin- 
ished sections of the road was made recently in the London 
papers in which its bonds were advertised : 

* Six thousand tons of iron have been contracted for to use 
on the New York & Boston Division, 58 miles in length, and a 
large force of men is at work grading the line, and track-laying 
is in progress at both ends of the division. The first section 
to Tarrytown is expected to be open by the middle of July. On 
ths Putnam & Dutchess Division, 23 miles in length, 500 tons 
of rails have been delivered, and the taying of tracks has been 
commenced. On the Pine Plains Division, 30 miles in length, 
grading will commence on the 1st ot July.” 

The company states that it expects to have the road com- 
pleted and in operation by the close of the present year. 


Paducah & Memphis. 


On the southwestern end of the road, the track has been laid 
from Memphis, Tenn., northwest to Covington, 37 miles. This 
section was opened for business June 30. 


Rhinebeck & Connecticut. 

Some time since the Commissioners of the town of Rhinebeck, 
N. Y., issued $50,000 of bonds and sold $11,000, of the proceeds 
of which they paid over $8,090 to the company on account of a 
stock subscription of $50,000. Suit was brought by a number 
of a of the town, and the Supreme Court lately decided 
that the bonds were void, a majority of the tax-payers never 
having petitioned for the issue, and the county judge having 
exceeded his authority in appointing bonding commissioners. 
The town is held, however, to be liable to the holdersof the 
bonds sold for the amount paid for them. The $8,000 paid to 
the railroad company is to be returned by it to a receiver ap- 
poined by the court. 


Detroit, Eel River & Illinois, 


In consequence of the recent action of the Fort Wayne, Jack- | 


son & Saginaw Company in refusing to haul the trains of this 
road from Auburn to Banker’s, it is said that work will be com- 
menced at once on the extension from Auburn, Ind., northeast 
to Butler. This extension will be about 15 miles long, and at 
—_ connection will be made with the Lake Shore &itichigan 
Southern. 


Richmond & Chesapeake. 

This company has purchased a steamer and wiil establish a 
reguler line from West Point, Va., the terminus of the road on 
York River, to Baltimore. 


Delaware, Lackawanna & Western—Morris & Essex 

Division. 

The new depot at Hoboken, to replaco the one recently de- 
stroyed by fire, is completed. It is of wood, 175 by 60 feet, 
containing the necessary waiting rooms, ticket and telegraph 
offices, etc. The building is of a temporary character, the 
cumgeny. not desiring to expend any large amount until it is 
finally settled whether the eastern terminus of the road is to 
remain in Hoboken. 

It is said that a line for a new tunnel through Bergen Hill 
has been surveyed and located. The line is to run from Hobo- 
ken nearly due west, striking the hill north of the Erie tunnel 
and some 20 feet above the grade of that tunnel. The road 
will be carried through the hill by two tunnels, one at the east- 
ern the other at the western crest, with an open cut between. 
The Erie and Northern roads will be crossed on bridges west of 
the hill, a new bridge will be built over the Hackensack south 
of the present one, and the new line will join the old track 





The road | 


about a mile west of the Hackensack River. '[his line would 
be shorter than the old one and would avoid the very shar p 
curves on the present line east of the tunnel. 


QOanada Southern. 


At tho recent annual meeting at St. Thomas, Ont., it wa 8 
| stated that the Western Division was opened for local traffic, 
| May 20, and a daily train was running. The St. Clair Branch 
| and the Eastern Division are nearly ready for business. The 
| line will not be opened for through business until everything 
| is in complete order. 
| Ata special meeting of the stockholders, held immediately 
after the annual meeting, the following propositions were 
acted upon : 

1, The Canada Southern Railway Company was authorized to 
| loan its credit to, and become guarantors for stock in the Erie 
& Niagara Railway Company, and subscribe and become owners 
of stock in the said company. The same powers were conferred 
with reference to the Michigan Midland & Canada Southern 
Railway Company ; tothe Toledo, Canada Southern & Detroit 
Railway Company, and to the Detroit River Railway & Bridge 
Company. 

2. An agreement between the Canada Southern and the Erie 
& Niagara, for operating the line of the latter company was 
—* by the directors and was confirmed by the share- 
10iders. 

3. An agreement with the directors of the Hamilton & Lake 
Erie Railway Company for the exercise of running powers over 
the line of the said company, and for other purposes mentioned 
therein, was also submitted and agreed to. 

4. The proposition for an increase of the capital stock of the 
Canada Southern Railway Company was withdrawn. 


Cairo & Fulton. 


Tho track is now laid to Arkadelphia, Ark., 65 miles south- 
| west of Little Rock and 22 miles beyond Rockport, the late 
| terminus. 


| Long Island. 

The new line from New York to Newport, R. I., was opened 
| June 30. The route is by Long Island road to Greenport, 94 
| miles, and thence by steamboat on Long Island Sound and 
| Narragansett Bay to Newport, about 52 miles. A new steam- 
| boat has been built expressly for the route from Greenport to 
| Newport. 

| Canada Pacific. 


A Toronto (Canada) paper says: “It is announced that a 
| meeting of the directors will be held in Montreal, July 4, the 
| business being in reference to certain financiel arrangements 
made by Sir Hugh Allan and Hon. Mr. Abbott in Ensland. It 
| is confidently asserted that the necessary co-operaticn of Eng- 
| lish capitalists has been secured, and that the existing com- 
| pany will go on with the work. The arrangements made are 
| reported to be satisfactory to the Government. A French jour- 

nal published at Montreal, which ae to have been sup- 
| plied some information, says that the delegation neither failed 

nor succeeded ; in other words, that the arrangements made 
are only of a partial character, and that the Dominion Govern- 
ment will be asked to guarantee the loan which the company 
are sceking. This latter statement is quite absurd.” 


Anderson, Lebanon & St. Lonis. 

A correspondent informs us that the surveys for this road are 
completed as far'as Montezuma, Ind., on the Indiana & Illinois 
Central road. Work is progressing on the First Division, from 
Anderson, Ind., westward to Noblesville (about 18 miles), and 
it is hoped that this division will be ready for business by the 
| close of the year. It is also expected that work on the Second 
| Division, from Noblesviile west to Lebanon, will be commenced 
| by August 1. Messrs. Black & McCann, of Louisville, Ky., are 
| the contractors. 
Ohio Villey. 

A large force is now employed on this road and the work is 
being pushed forward. The portion of the line whichis now 
being graded is from Marietta, O., southwest down the Ohio to 
the mouth of the Hocking River, and thence westward up that 
stream to Athens, where connection will be made with the 
Marietta & Cincinnati and Columbus & Hocking Valley roads. 
The section from the mouth of the Hocking to Athens is prob- 
ably intended to be a branch of the main line. 


Vincennes, Peterboro *& Owensboro, 

The preliminary surveys for this road have been completed. 
The whole length of the road from Vincennes, Ind., to the 
Ohio River opposite Owensboro, Ky., is 70} miles. The maxi- 
mum grade requires will be about 52 feet to the mile. 


Colnmbus, McArthur & Gallipolis. 

A large force is at work on the southwestern end of the road 
between McArthur and the Ohio River at Gallipolis, and the 
| grading is progressing rapidly. 
| Toledo, Canada Southern & Detroit. 


The bridge over the western channel of Detroit River at 
Trenton, Mich., is completed. 


Hoosac Tunnel. 


The work at the tunnel was inspected week before last by 
the Governor and Council of Massachusetts. The present con- 
dition of the tunnel is described as follows by the Springfield 
Itepublican: ‘The whole distance to be bored, east of the 
central shaft, was 12,837 feet ; west of it, 12,104 feet; making 
in all 25,031 feet, or a little less than five miles. Measurin 
from the eastern por tal 10,000 feet are substantially complete 
aud about 3,000 ieet remain to be completed (though pierce 
through) before reaching the central shaft. About 1,200 feet 
are opened from the central shaft westward (1,116 feet on the 
Ist of June) : then comes about 1,500 feet of solid rock (1,660 
feet on the ist of June), which the men are attacking from 
both sides. West of this unopened section he 700 or 800 teet of 
half-finished tunnel; then comes nearly a mile which is sub- 
stantially finished ; then 1,500 feet of half-finished work, up to 
the west shaft; and then a little less than half a mile of 
finished work to the west end, where the Shanly contract ter- 
minates. In the whole distance, therefore, while less than a 
third of a mile remains to be opened, about a mile and a quar- 
ter is to be completed, including the unopened 1,500 feet. Be- 
tween January 1 and June 1, 1873, 1,505 feet of new work was 
opened. At the same rate the hole will be pierced through a 
little after November 1; but the contractors expect to hasten 
the work a little. The contract time is up to next summer.” 


Springfield, New Carlisle, Troy & Oovington. 

This company filed its certificate of incorporation with the 
Secretary of State of Ohio, June 19. The road is to extend 
from Springfield, O., northwest to Covington, the crossing of 
the Dayton & Michigan and the Columbus, Chicago & Indiana 
Central. The length of the road will be about 28 miles, and 
the capital stock will be $200,000. The corporators are B. Neff, 
W. H. Dye, John W. Morris, E. T. Weakley, R. E. Cable, J. H. 
Thomas, J. M. Foos and J. Warren Keifer. 


Dayton, North Vernon & Louisville. 

This company recently filed its certificate of incorporation 
with the Secretary of State of Indiana. The capital stock is to 
be $500,000 and the road is to extend from North Vernon, Ind., 
the junction of the main line and Louisville Branch of the Ohio 
& Mississippi, northeast to the Ohio State line, whence the 
| road will be continued by an Ohio company of the same name 
to Dayton, O. 


| 














